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DEPARTMENT OF STATE HIGHWAYS HIGHLIGHTS 

Michigan's highway construction program traveled a smoother 

road in fiscal 1969-70 than the year before. The result was 

an upsurge in the dollar volume of contract lettings. 

r Without freezes in federal aid to contend with, highway 

administrators awarded contracts totaling $169 million, up 

$51 million from the year before. A reduction in expenditures 

required for right-of-way made more money available for con-

struction, a situation expected to contribute to another increase 

in contract awards this year and next. 

Barring more delays in federal allotments, schedulers foresee 

$200 million worth of contracts for state highway construction 

in fiscal 1970-71 and $210 million in the following year. In 

all probability, the $10 million increase will be eaten up by 

rising costs of labor and materials. 

In mid-1970, 108 miles of freeways and other divided highways 

were at various stages of construction. When completed, the 96 

miles of freeway under construction will raise Michigan's freeway 

network to nearly 1,500 miles. The total will include 996 miles 

of the state's 1,175-mile segment of the Interstate freeway 

system that will link nearly every city in the 48 contiguous 

states with a population topping 50,000. 

Michigan also has 519 miles of divided highways not built 

to freeway standards, with another 12 miles under construction. 

The State Highway Commission, observing a "decade of extra-

ordinary progress" in 1960-70 in building Michigan's freeway 

system, proposed an equally ambitious program for the 1970's. 
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It is designed to keep the state reasonably in pace with 

large and growing traffic volumes. 

Charles H. Hewitt, Commission chairman, noted that while 

Michigan's population grew by 13 per cent in the 1960's, the 

number of registered vehicles went up by 33 per cent. The 

mileage driven increased by 52 per cent, nearly four times as 

fast as the population. 

The Commission's three-year extension of its current pro-

gram commits it for the first time to an eight-year program. 

It provides for some 200 projects, including extension of 12 

freeways, and is expected to cost about $670 million by the 

time it is completed. 

The accelerated freeway program provides for construction 

of 802 miles of freeway, although part of a 281-mile stretch 

running east and west across the Upper Peninsula could involve 

widening of existing US-2. 

Allowing for inflationary trends, engineering, right-of-way 

and construction costs could hit $1.5 billion or more. State 

Highway Director Henrik E. Stafseth said all the freeway pro-

jects could be placed under contract by 1980 if the Legislature 

approved a $39-million-a-year tax increase needed to finance 

revenue bonds totaling $500 million. 

The Commission recommended that Michigan's cities, villages 

and counties ask for a similar tax increase to take care of 

their most urgent road and street construction needs. 

A significant milestone in 1970 was the completion of down-

town Detroit's freeway network. Opening of thefinal leg of the 

Fisher Freeway (I-75) will help preserve and strengthen the 

vitality of the downtown area of the nation's fifth largest city, 
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making it more accesible to residents of the sprawling metro-

politan area and to motorists outstate and outside Michigan. 

Other major projects opened to traffic during 1969-70 

included: 

--12 miles of US-131 Freeway, running north from Grand 

Rapids to just south of Cedar Springs at M-57. Another segment 

extending to M-46 north of Howard City will be placed under 

contract in 1971. 

- -4.7 miles of I-496 , serving Lansing and East Lansing off 

I-96. The final segment of the freeway was to be opened in 

late 1970. 

--A key segment of M-78 Freeway , bringing it from I-75 into 

downtown Flint. The western end will be the terminus of I-69 

Freeway running north from the Indiana border to Lansing and Flint. 

~ight more miles of 1-75 southeast of West Branch were 

ready for opening, leaving only a small section at the I-696 

i nterchange in Royal Oak and 36 miles southeast of Grayling 

still to go on Michigan's segment of the freeway. 

from Miami, Florida, north to Sault Ste. Marie. 

1-75 will run 

The Commission announced that work will begin next summer, 

a year and a half ahead of schedule, on the final 24 miles of 

1-196 to run from Holland to the southwest suburbs of Grand 

Rapids. Work also is being pushed ahead on extending Northwestern 

Highway in Oakland County . 

A 6.3-mile segment of I-69 running north from I-94 near 

Marshall is nearing completion. Work is beginning on a nine-mile 

s ection to take the freeway north to Charlotte. 
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These were among other significant and interesting 

developments in Michigan's highway program durin~ the last year: 

--The Highway Department, in concert with the State Attorney 

General's office, began a crackdown on billboards erected in 

illegal positions along Michigan's freeway system. Hundreds 

of such signs will be removed as the state moves from one freeway 

to another to enforce the state's billboard control act of 1966. 

--State engineers completed the first annual safety inspection 

of more than 4,800 bridges under requirements of a year-old state 

law. The Department has embarked on a program to replace all 22 

truss-type bridges still on the state highway system. 

--Three more rest areas were opened along the freeway system, 

raising Michigan's total to 59. 

--Contracts were let for the first projects under the 

federal Traffic Operations Program to Increase Capacity and 

Safety (TOPICS). It will provide $9 million a year in federal 

matching money to reduce traffic congestion and hazards in 

Michigan cities. 

Nearing completion is a study of highway, road and street 

needs in Michigan through 1990. It is being made jointly by the 

Highway Department, the County Road Association of Michigan and 

the Michigan Municipal League and will serve as a guide for 

planning and financing during the next two decades. 

The make-up of the Commission was the same as the year before. 

Gov. William G. Milliken appointed Charles H. Hewitt to another 

four-year term and designated him to continue as chairman. Other 

members are Wallace D. Nunn, East Tawas, vice-chairman; and Louis A. 

Fisher, Grosse Pointe Shores, and Claude J. Tobin, Escanaba. 
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REPORT OF 
DEPARTMENT OF STATE HIGHWAYS 

FISCAL YEAR 1970 

Capital outlay for construction and improvement of Michigan's 

State highways in fiscal year 1970 was the sixth largest in the 

sixty-four year history of the Department. Total funds obligated 

for engineering, right-of-way and construction awards amounted to 

$197.7 million. This compares to $294.8 million obligated in fiscal 

year 1961, the highest in the Department's history, and to an aver-

age of $207.9 million per year in the last ten years. 

Capital outlay includes yearly contract awards obligating the 

Department over several fiscal years, coupled with annual expendi-

tures for engineering and land acquisition. Included in the fiscal 

year total were $126.4 million in contract awards and $71.3 million 

for engineering and land acquisition compared to $222 million and 

$73 million, respectively, in the record year. 

Actual disbursement for completed projects, and those in prog-

ress, amounted to $193.5 million in fiscal year 1970, compared to 

$203.6 million in fiscal 1969. 

With the opening of 3.1 miles of I-496 in Lansing and 1.5 

miles of I-69 near Flint, Michigan's Interstate System of 1,175 

miles is now 79% complete. 
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Construction is continuing on the balance of the Interstate System 

with approximately 25 miles of I-75, 13 miles of I-69, 2 miles of 

I-94, 5 miles of I-96, 3 miles of I-496, and 8 miles of I-675 pres-

ently under construction. Of this mileage under construction, 9.6 

miles are in the Detroit area and 4.2 miles in Detroit are scheduled 

to open in September 1970. 

In the ten-year period, ending June 30, 1970, over 6,223 miles 

of State highways have been improved, relocated, reconstructed or are 

in the process of construction. Many of these projects were stop-gap 

improvements to defer the actual time of reconstruction. In spite of 

these improvements, 7,714 miles or 83.7% of the 9,221.4 miles of State 

highways are sti 11 inadequate to serve present traffic requirements, 

either because of structural deficiencies or because of inadequate 

traffic capacity. In addition, 680 bridges were reported inadequate 

and should be replaced as soon as possible. 

During the year the Safety Improvement Program continued to elim-

inate accident-prone locations and reduce accidents. Programs were 

also continued on the Interstate and Federal-Aid Primary Systems to 

increase the aesthetics of these systems in accordance with the high-

way beautification program. This year also marked the first full year 

operation of the Traffic Operations Program to Increase Capacity and 

Safety (TOPICS). 

More detailed reports covering progress, condition, biennial 

construction programs, and a report on receipts and disbursements as 

required by Act 51 follow. Also included are reports covering the 

status of the Department's construction program, a report on maintenance 
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operations, and highlights of other activities accomplished by the 

Department in fiscal 1970. 

STATUS OF THE CONSTRUCTION PROGRAM 

In 1957, the Department inaugurated a policy of establishing a 

series of five-year construction programs (example: 1957 to 1962, 

1962-1967 and 1967-1972), based upon priorities set by road defi-

ciencies and availab le funds. The method of determining priorities 

was revised in 1961 when the Highway Sufficiency Rating was devel-

oped. The programs included schedule dates for construction bid 

lettings and accompl i shed the important purpose of providing the 

Transportation Planning, Right-of-Way, Design, and Construction 

Divisions with target dates to which their individual activities 

should be geared. Schedules also provided the highway construction 

industry with the necessary information to anticipate and organize 

their activities and, therefore, it is believed, to submit lower 

bids for construction projects. 

In 1969 Departmental policy was revised to provide for a contin-

ui ng 5-year program in which a new year was added to the program at 

the end of each fiscal year. This continuing program enabled the 

Department to have a 5-year program in progress rather than wait until 

nea r the end of the specified 5-year program to announce the next 5-

year program. The new continuing program was again changed in 1970 

from 5 years to 8 years to meet the additional requirements in the 

Federal-Aid Highway Act of 1968. The new 8 year continuing program is 

based upon t he priorities indicated in the annual Highway Sufficiency 

Rati ngs . 
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Construction obligations during the period July 1, 1960 to 

June 30, 1970, consisting of contract awards, and expenditures 

for engineering and right-of-way were made as follows: 

1961 Fi sea I Year $ 294,790,265 
1962 Fiscal Year 224,818,417 
1963 Fiscal Year 173,693,985 
1964 Fiscal Year 150,688,677 
1965 Fiscal Year 1 81 • 6 34 • 796 

1966 Fiscal Year 227,793,328 
1967 Fiscal Year 209' 073 ,500 
19()8 Fi sea I Year 235,868,676 
1969 Fiscal Year 183,371,258 
1970 Fiscal Year 197,678,771 

Total $ 2,079,411,673 

A portion of the monies obligated during prior years was for 

preliminary engineering and right-of -way for projects scheduled for 

future bid lettings. It is anticipated that $200 mi Ilion in construe -

tion projects will be awarded during the 1971 fiscal year, with an 

additional $60 million obligated for engineering and r i ght-of-way. 

At the close of the 1970 fiscal year, the Department had $155.9 mil-

lion of construction work under contract, and $628 million of road 

and structure design work in progress. 

During fiscal year 1970, 21.0 miles of divided highways were 

added to the State Highway System. Of this mileage, 4.6 miles were 

Interstate and 16.2 miles were built to fully controlled access 

(Freeway) standards on other state highway routes. 
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STATE TRUNKLI NE 
CONSTRUCTION PROGRESS REPORT 
JULY I, 1969 - JUNE 30, 1970 

Construction progress for the 1969-1970 fiscal year including 

all types of road and bridge projects is listed below: 

Type of Work 

Divided Roadway: 

Interstate 
Interstate (\lid. Reconst. Re surf.) 
Freeway (Not Interstate) 
Freeway (\lid. Reconst. Resurf.) 
Other Divided (New Construction) 
Additional Lanes or Reconst. on 

Exist. Div. 
One-Way Street System 

Single Roadway: 

New Construction 
Concrete 
Bit. Resurface on Rigid 
Bit. Resurface on Non-Rigid 
G&OS, Prime & Double Seal 
Non-Skid Surface Treatment 

Totals 

Structures Completed 69 
Structures Under Construction 217 

Hi Jes 
Completed 

4.646 
9.400 

16.226 

0.212 

23.606 

7.185 
o.410 

136.255 
111 .665 

309.605 

Hiles Under 
Construction 

53.066 
9.176 

23.846 
o.459 
2.480 

23.720 
2.385 

19.173 
3.705 

108.884 
90.857 
15.593 
3.552 

356.896 

NOTE: Bituminous Resurfacing on Rigid ~Non-Rigid may include 
some Dual Roadway as records were not kept separately on 
Reconstruction and Resurfacing for Divided Roadway until 
July I, 1967. 
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PROGRESS ON INTERSTATE ANO ARTERIAL ROUTES 

I-69 Indiana State Line N'ly and NE 1 ly via 
Lansing to I-75 West of Flint 

Stage 

Open to Traffic 
Under Construction 
Construction Scheduled 
Construction Planned 
Status on I-96 

Total 

ll Not included in I-69 total. 

Miles 

64.4 
14. I 
10.2 
42.6 
5.2 ll 

I 31 • 3 

Two sections of I-69 are open to traffic, 38 miles from the 

Indiana State line north to I-94 near Marshall and 26 miles from 

Old M-78 in Shiawassee County to I-75 west of Flint. 

The section from I-94 north to Garfield Road is under construe-

tion and scheduled to open via a temporary connector to US-27 late 

in 1970. Also under construction is a 5.9 mile section that is a 

dualing of the Charlotte By-pass. Scheduled for construction in 

late 1970 is the section between Garfield Road and the Charlotte 

By-pass. The remainder of I-69, from north of Charlotte north and 

easterly to the completed section in Shiawassee County is in the plan-

ing stage, and should be scheduled to be placed under construction in 

stages starting in 1974. 

I-75 Ohio State Line to Sault Ste. Marie via Detroit 

Stage 

Open to Traffic 
Under Construction 
Construction Scheduled 

Total 

343.1 
24.8 
25.7 

393.6 

All but 50.5 of the 393.6 miles of I-75 are completed and open 

or soon to be opened to traffic. 
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In Detroit, the 4.2 section from Vernor to the Chrysler Freeway 

has been completed and will open to traffic in early September. The 

1.4 mile section at the location of the I-696 interchange is sched• 

uled to be placed under construction in August 1970. 

Other major sections of I-75 under construction are from H-33 

north to West Branch, scheduled to open November 1970; from US-27 

south of Grayling south and east to H-76, scheduled to open November 

1970; and from H-76 near Rosc0111T1on south and easterly to Nine Hile 

Hill·Road, scheduled to open late 1971. Until the remaining sections 

of I-75 in Ogemaw and Roscomnon Counties are completed (scheduled to 

be placed under construction in 1971) traffic will continue to be 

routed via Freeway routes US-10 and US-27 so as to provide a contin-

uous facility from the Ohio State Line near Sylvania, Ohio through 

Detroit to the Saginaw-Bay City area, west to Clare then north via 

the Mackinac Bridge to the Soo. 

Reconstruction, repairs, modernization and safety projects that 

were completed or started this fiscal year are as follows: Recon-

struction of the 14-mile I-75 Interchange, improvements of the US-23-

I-75 Interch~nge, paving on outer shoulders from US-23 - I-75 Inter-

change to Birch Run, 27.4 miles of median guard rail and bituminous 

shoulders in Monroe County, screening of pedestrian bridges in Detroit 

and repairs of settlement on the ea~t approach to the Zilwaukee Bascule 

bridge caused by an underlying layer of soft clay and silt. 
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I-94 Indiana State Line at New Buffalo 
via Detroit to Port Huron 

State 

Open to Traffic 
Under Construction 

Total 

Miles 

274 
2 

276 

I-94 now provides a continuous 274-mile Freeway from M-239 near 

New Buffalo and the Indiana State Line, to and through Detroit, north-

easterly to the Blue Water Bridge in Port Huron. The remaining two 

miles of I-94, from existing I-94 south to the Indiana State Line was 

placed under construction in March 1970. 

Other construction on existing I-94 in fiscal 1970 consisted of 

24 miles of new bituminous shoulders from Lawrence to Kalamazoo in 

Van Buren and Kalamazoo Counties; a temporary asphalt section .3 of a 

mile long, east of Albion, was removed and replaced with concrete, 

after abandonment and removal of the railroad tracks for the line from 

Albion to Springport; a grade separation was placed under construction 

at Harris Road, southeast of Ypsilanti in Washtenaw County. 

I-96 Muskegon to Detroit 
via Grand Rapids and Lansing 

State 

Open to Traffic 
Under Construction 
Construction Scheduled 

Total 

Miles 

163.9 
5.4 

24.1 

193.4 

I-96 from Muskegon to Farmington, 164 miles, is complete and open 

to traffic. Presently I-96 is connected via I-696 and US-10 (formerly 

I-696 BS) to the center of Detroit. 

There are 5.4 miles of I-96 under construction from Lafayette to 

Elmhurst, and a 2-mile section from Lafayette to I-94 is scheduled to 
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open to traffic in early 1971. The balance of I-96, 24.1 miles, is 

scheduled to be placed under construction by the end of 1972. 

I-196, 1•275. I-475, I-496, I-675 and I-696 

I-196 - 56.2 miles open to traffic 
21.9 miles scheduled for construction 

I-275 - 30.0 miles scheduled for construction 

I-475 - 16.8 miles schedu 1 ed for construction 

I-496 - a.5 mi Jes open to traffic 
3.4 mi Jes under construction (scheduled to open 

late 1970) 

I-675 - 7.7miles under construction 

I-696 - 8,3 miles open to traffic 
1.5 miles completed - not open 

18.4 miles scheduled for construction 

These routes comprise the remainder of the penetrating or periph-

eral Interstate routes to be completed in or around Michigan's larger 

urban areas. Status of the routes range from open to traffic to sched-

u1ed for construction. 

US-27 Lansing North to I-75 I Crawford County 

Stage Hiles 

Open to Traffic 98.7 
Traveled Way 36.5 

Total 135.2 

The major section of us-27, from south of Ithaca north to I-75 

south of Grayling, has been improved to freeway standards and is open 

to traffic. 
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The remaining 36.5 mi Jes is 4-Jane divided with no control of access 

(traveled way) from Lansing to south of Ithaca. 

US-127 Ohio State Line North to US-27 in Clinton County 

Stage 

Open to Traffic 
Construction Scheduled 
Traveled Way 
Status Carried on Interstate 

Total 

Miles 

36.3 
15.5 
24.1 
6.9 

82.8 

Of the a3 miles planned for this Freeway route, 36.3 miles are 

presently completed and open to traffic including a new l.3 mile 

section from the junction of 1-496 north to Saginaw Street in Lansing. 

The remaining 39.6 miles are in pre-construction stages. 

US-131 Indiana State Line North to Petoskey 

Stage 

Open to Traffic (Freeway) 
Construction Scheduled 
Traveled Way 
Approved Location 
Status Carried on Interstate 

Total 

Miles 

74.6 
18.6 

156.8 
3.0 
2.1 

255.Z 

A 76 mile section of four-lane divided highway is in use from 

Three Rivers north to I-96 north of Grand Rapids which includes 62 

miles of Freeway. A section of full control Freeway from I-96 north 

to M-57 extension, 12 miles, opened to traffic in December 1969. 

Construction is scheduled for an additional 18.6 miles north to M-46 

near Howard City. A 3 mile section south of Cadillac is built to 

Freeway Standards. 



M-21 - I-75 in Flint to US-25 

Stage 

Open to Traffic 
Under Construction 
Construction Scheduled 
Approved Location 
Traveled Way 

Total 

Miles 

6.2 
20.4 

1.0 
13.6 
27.5 

68.7 

A 2.9 mile section of M-21 Freeway, from I-75 east to near I-475, is 

nearing completion. The remaining mileage between I-475 and M-24 is 

under.construction , with the section from Howe Road easterly to M-15 

open to local traffic. The balance of the route from M-24 east to 

the existing Freeway is soon to be scheduled for construction. 

Completed Routes - Interstate, Arterial and Other Freeway 

I-194 

I-296 

I-375 

us-23 

M-39 

I-94 south of Battle Creek north to I-94 BL, M-37 and M-66 
in the center of Battle Creek. 
Length 3.4 miles. 

I-196 in Grand Rapids north to I-96 north of Grand Rapids. 
Length 3.4 miles. 

In Detroit - St. Antoine Street at Jefferson Avenue east 
and north to I-75. 
Length 1,1 miles. 

Ohio State Line north to I-75 south of Flint. 
Length 90.5 miles. 

Southfield Expressway in the Detroit Metropolitan Area. 
Length 14.o miles. 

I-696 BS Northwestern Highway, James Couzens and John c. Lodge Express-
ways in Detroit Metropolitan Area. 
Length 18.3 miles. 

Primary Routes - Construction in Progress 

M-52 

M-139 

M-140 

H-43 

New, 10 miles from Webberville south in Ingham County. 

Berrien County, from I-94 north to Pipestone Avenue. 

Van Buren County, from Aylesworth Avenue to US-31 in South 
Haven. 

Kalamazoo County, from west of US-131 easterly to Sage St. 
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Primary Routes - Cont'd 

M-44 

M-46 

M-20 

M-82 

M-61 

us-23 

H-76 

H-54 

US-25 

H-24 

M-43 

us-127 

US-127 

US-12 BR 

M-204 

M-52 

M-57 

H-81 

H-83 

H-33 

H-15 

Kent and Ionia Counties from Rams Dell Drive easterly to H-66. 

Muskegon County, from Brooks Road easterly to Maple Island 
Road. 

Newaygo County, from Hesperia easterly to M-37. 

Newaygo County, from north of M-120 northerly to Hesperia. 

Clare County, from the Muskegon River east to Harrison. 

Alcona County, from the south county line north to Harrisville. 

Ogemaw County, from I-75 at Cook Road northeasterly to exist-
ing H-76 southeast of West Branch. 

(Dort Highway) - Genesee County, from Kent Street north to 
Lapeer Street. 

·Huron County, from M-53 in Port Austin easterly to Huron City. 

Lapeer County, from M-21 (relocated) north to Existing M-21. 

Ingham County, from Okemos Road east to Short Street. 

Ingham County, from the Red Cedar River north to Woodruff 
Street in Lansing. 

Jackson County, Interchange and service roads at Springport 
north of Jackson. 

(Future) - Washtenaw County two-way pair from Monroe Street 
north to Michigan Avenue in Ypsilanti. 

3 1/3 miles from M-22 east to the Village of Lake Leelanau. 

Four miles from Bennington Road north to Krause Road in Owosso. 

2 1/2 miles from US-131 (relocated) easterly to Tefft Ave. 

1/2 miles from 5th Street northeasterly to 25th Street in 
Saginaw. 

l 3/4 miles from Townline Road north in Frankenmuth. 

1/2 mile connector from I-75 to H-76. 

1/3 of a mile at the south limits of Davison. 

US-131 BR (Plainfield Ave.) 2 1/2 miles from I-96 north to Airway St. 

H-43 1.2 miles from Catherine Street east to Logan in Lansing. 

H-57 1/2 mile from east city limits of Clio east to M-54. 
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County 

Muskegon 

Newaygo 

Newaygo 

°' Newaygo 

Oakland 

Oakland 

Oakland 

Oakland 

Oak 1 and 

Oakland 

Route 
Number 

M-46 

M-20 

M-82 

H-37 

I-696 

I-696 

M-24 

M-24 

M-150 

M-59 

) ) 

I 
l ) 
I 

HIGHWAY CONSTRUCTION PROJECT AWARDS 

FISCAL YEAR 1969-70 

Type of Work 

G&DS, Agg. Bse., 
Crs. & Bit. Cone., 
Surf. 

Bit. Agg. Surf. Crs. 

Bit. Agg. Surf. Crs. 

Location Description 

E. of Brooks Rd., E'ly to 
E. of Maple Island Rd. 

Crosswel 1 Ave. to Tulip St. 

Fr. Muskegon-Oceana Co. Line 
N1 ly to Hesperia 

Bit. Agg. Surf. Crs. C&O RR Crossing N. of One 
Mile Rd. 

G&DS, Service Rds., I-696 & I-75 Interchange 
Util. Alter. & 7 
Structs. & Pumphouse 

G&DS, 12' & 36 1 

Cone. Pav~ Wid., & 
I Structure 

G&D S, 2@l48 1 Cone. , 
Pav't 

Bit. Patching & 
Re surf. 

G&DS, A.wl6 1 to 25' 
Bit. Cone. Surf. 

G&D S, 2c@24 1 Cone. , 
Pav't & 4 Structs. 

Telegraph Rd., SE'ly to near 
Lahser Rd. 

S. of Exeter Dr., N'ly to N., 
of Shallow Brook Dr. 

S. of SCL of Lake Orion N. to 
N. of Shadbolt St. 

s. of S. Blvd., N'ly to s. of 
M-59 

Auburn Rd., SE'ly to W. of 
Dequindre Rd. 

Miles 

4.103 

5.985 

6.946 

o. 190 

o.871 

o. 772 

0.670 

0.373 

2.971 

Award 
Amount 

$ 1,740,473.00 

151,167.20 

122,479.18 

2,091.00 

6,372,336.87 

678,854.90 

935. 775.09 

27,285.00 

285,216.36 

3,486,860.35 
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HIGHWAY CONSTRUCTION PROJECT AWARDS 

FISCAL YEAR 1969-70 

Route 
Number Type of Work 

I-75 G&OS, 2.(Q>24 1 Cone., 
Pavt. & 3 Structs. 

I-75 BL G&OS & 24' Cone., 
Pav't. 

H-33 Bit. Agg. Surf., 
Crs. 

Location Description 

s. Co. Line NW'1y to SE of 
Cook Rd. 

Cook Rd., NE 1 1y to H-76 

N. of H-55 N'ly to SCL of 
Rose City 

H-64 & 
H-28 

Bit. Agg. Surf. & Soo Line RR Crossing to 
Prime & Double Seal Merriweather 

H-26 & 
H-28 

US-45, 
Re 1. 

H-33 

H-45 

us-31 

I-75 

20 1 & 24 1 Bit. Agg., 
Surf. Crs. 

G&OS, 24 1 & 441 

Bit. Agg. Surf., & 
1 Structure 

Bit. Agg. Resurf. 

G&DS, Agg. Bse, 
Crs. Bit. Cone. 
Surf. 

Traffic Islands & 
Bit. Cone. Surf. 

G&OS, 2.(Q>24' Bit., 
Cone. Pav't & I 
St rue t. 

US-45 NE'1y to Copper Range 
RR Crossing & on H-28 

Int. M-26 NW'ly to Steel St., 
in Ontonagon 

s. of Ogemaw Co. Line N1 1y to 
Mio 

Vicinity of 42nd St. 

Fr. Madison St., N'ly to N. 
of Monroe St. 

Nine Mile Hill Rd., N1 1y to 
W. of M-18 

Miles 

6.998 

1.520 

9.838 

8.567 

16.761 

13. 188 

9.714 

0.288 

0.205 

6.843 

Award 
Amount 

$ 4,894,576.65 

476,212.23 

234,399.80 

163,008.60 

475 ,984. 72 

4,062,078.57 

146,017.40 

71,645.28 

33,654.85 

3,593,848.74 
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COMMISSIONERS 

SOLD. LOMERSON , CHAIRMAN 

PAUL W . McGOVERN, VICE CHAIRMAN 

FRAZE R W. STAMAN, MEMBER 

To Whom It May Concern: 

OAKLAND COUNTY 

2420 PONTIAC LAKE ROAD 

PONTIAC, MICHIGAN 4 8054 

FEDERAL 8-4571 

PAUL VAN ROEKEL 
COUNTY HIGHWAY ENGINEER 

R . G. WORLAND 
SECRETARY AND 

CLERK OF THE BOARD 

L. W . MCENTEE 
ASSISTANT 

CORPORATION COUNSEL 

This brochure has been prepared as an aid to you and your constituents in 
the realization of our aims and purposes in establishing and promulgating 
the Master Right-of-Way Plan . 

Southeastern Michigan is rapidly changing from a rural and semi-rural area 
to an urban area. Current projections show that Oakland County will be 
totally urbanized by 1990 J The Oakland County Road Commission, in order 
to keep pace with this growth, developed a Master Right-of-Way Plan for 
Oakland County. 

The majority of the road system will transfer to local jurisdiction as each 
area incorporates. The adoption of a right-of-way plan will be of increased 
benefit to the local governmental unit in the future. 

The Road Commission, acting through the Inter-County Highway Commission, 
will be contacting all local governments to review and adopt a local right-
of-way map. The maps will then be printed by the Road Commission for 
distribution by the local governmental units. 

For further information, call 338-45 71. 

tal 

BOARD OF COUNTY ROAD COMMISSIONERS 
OF THE COUNTY OF OAKLAND, MICHIGAN 



In 1925 the Master Plan for Detroit and Environs (the 

map on the following page) was prepared and adopted by the 

City of Detroit and the former Rapid Transit Commission in 

collaboration with the Road Commissions of Oakland, Wayne, 

and Macomb Counties and the authorities of the included 

municipalities. 

The Master Plan called for right-of-way widths on mile 

roads of 120 feet and of 86 feet on half-mile roads. Also 

included in the system was a network of superhighways having 

204 feet of right-of-way. It is essentially these superhighways 

that have become the backbone of our transportation system. 

Woodward Avenue, Northwestern Highway, Base Line Road and 

Telegraph Road are remaining superhighways of the original 

plan. Schoolcraft and the remainder of Northwestern Highway 

will soon follow Stephenson Highway, Southfield Road and 

James Couzens as superhighways which have been converted 

to freeways. 

Although the 1925 Master Plan was widely accepted, 

its execution lacked the enforcement by local governments 

which is of prime importance to a regional plan. Consequently, 

today we are faced with costly problems such as the I-696 

controversey . Had Eleven Mile Road been built as it was 

proposed in the Master Plan, I-696 may have been a reality 

some time ago. 



r 
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The map on the following page illustrates the projected 

chronological spread of the urban area in Southeastern 

Michigan. It is important to recognize that Oakland County 

is rapidly becoming the center of this urban development. 

To meet the demands of growth and further economic 

development, an adequate transportation system must be 

developed to handle today's traffic needs and those that 

accompany further urbanization. 

In 1953 the Oakland County Road Commission 

adopted and recorded a Master Plan of Right-of-Way (found 

in the pocket at the rear) which deals directly with the 

challenge of growth in the county. The plan was amended in 

1958, 1964, and 1968 to insure its usefulness. The only 

major change since its inception was the inclusion in 1968 

of the superhighway.network. The network and the cross 

sections pertinent to each width of right-of-way on the county 

Plan ate . on the following pages. 

Using the 1925 Master Plan as an example, it is 

apparent that more than just approval of the revised county 

plan is necessary in order to accomplish its goals. Each 

individual unit of government within the county must establish 

and enforce restrictions on platting and zoning that will allow 

the plan to evolve into the adequate transportation system 

everyone needs and wants. 
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The Inter-County Highway Commission has contacted each 

local agency by letter requesting adoption of the Plan and 

incorporation of its setback requirements within their ordinances. 

Upon adoption by the local governmental units, an individual 

brochure for each governmental agency will be published, an 

example of which (Bloomfield Township) is included in this report. 

The adoption and enforcement of the Plan is the critical 

part in the success of the program. We urge all governmental 

agencies to act positively on this proposal and avoid the problems 

of inaction. A method of enlightening individual local citizens and 

developers is the attachment by the building department of a brochure 

to each building permit application . 

It is our desire that every governmental unit in Oakland 

County will endorse this Plan and proceed vigorously in its 

implementation. If further information is desired you may contact 

the: 

or 

Inter-County Highway Commission 
24 719 Van Dyke 
Center Line, Michigan 48015 

Oakland County Road Commission 
2420 Pontiac Lake Road 
Pontiac, Michigan 48054 



In growth areas the rewards of proper planning and its 

subsequent fulfillment are many. Examples of this can be 

found in several areas of Oakland County. In the super-

highway classification (204 feet right-of-way) Hunter 

Boulevard is representative of what can be achieved by the 

enforcement of the Master Right-of-Way Plan. Here we 

have a high class facility which enhances the high property 

values of the surrounding area. 



The picture above of Twelve Mile Road is an example 

of 12 0 feet right-of-way. Note the setback of the subdivi-

sion line which allows for further expansion of pavement width. 

On the following page we see prime examples of inadequate 

right-of-way conditions. The top picture of a typical rural area 

shows clearly the results of development without regard for 

right-of-way requirements. The bottom picture illustrates 

the same condition in an urban area. 
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Elaboratio11 of tht! Concept-P/1111 

TRANSPORTATION 
LAND TRANSPORTATION 

Planning for the year 2000 h3s to be based on cur-
rent forecasts concerning the new ground transportation 
means which will be impkmcnted by th:lt yc:ar. One of 
the weak points of present transport:ition planning is that 
it is b:i.sed on existing transportation t<.:chnology. Studies 
arc made an<l plans arc prepared on the basis of today's 
vehicks, speeds ar.d carJcities . It has long been ap-
parent, howeva, th:lt the pre se nt modes of travel cannot 
properly serve current anJ future transportation needs. 

The present state and the continuous advance of 
technology make it possi ble to develop and implement 
aew, more clTcctive me ans of ground transport. Planning 
at the nJtional, region<il anJ metropolitan levels, how-
ever, has not yet reached any conclusions on wh::it the 
desirable characteristics of the new transportation system· 
should be, how it could be integrated in the whole de-
velopment, where it is needed, what its ctTcct will be, etc. 

The UDA Research Project recognize.cl .:11 its incep-
tion in 1965 that long-term planning should try to pre-
dict future changes in transport.1tion S)Stems and should 
investigate the best way of using them to direct future 
development. On tho:: bJ;is of the information avJilable 
at that time on new transportation technology, an 
attempt was made to identify v:irious dt-sirablc and tech-
nologically fr:isible tr~nsportation systems, and to test 
and evaluate them. The: n:sulting b:!lanced transporta-
tion system, de.vised to serve the movement expected for 
the year 2000, was incorporated in the selected Alterna-
tive IW. 

During the last years there has been q,nsiderable 
research in the United States and abroad in future trans-, 
portatioo technology. The most systematic study was 
initiated in 1?66 by the Secretary of Housing and UrQan 

111 

Development in acconfance with the federal U L . r11.in 
Mass Transport:it10n Act of 1964.• 

In the UDA Re$c:irch Project no attempt wa. J . . s n1:1 e 
to select and describe specific concepts and ted111 1 · u t.1g1n 
for future transportation means. Instead an ·11· . • ' C Ort \\ H 
made to ddine the various levels of the futur. ·. 

• • i.: trJr.,... 
portatron hierarchy and the desirable characteristic~ ef 
the transportation system which will serve e:ich oft!;;:-
above levels. The studies directed by H LIO <10 t I \\ .:\ (";' 

covered in addition· the aspe..:t of futurc tci.:hnul .:i t:y ;:~.~ 
based their assumptions on more specific defirir·, 1 ~ . .-~ 0 .. , C1 

future transportation systems and of their "''rt·,,. . r- V4 nl..!.n.._c 
characteristics. 

Although the appro?.ch was different tn" c t· · . , ~o 

efforts agree on all major points and are very clv.,.; i:i 
most of the more detaikJ assumptions and finJin:; >. T::c 
major conclusions deriving from the compari,o;i, ~ur.:
.marized in the following pages, have been u5cc.J tv .!c-
termine the final foreca;ts conc~rning the • ·o \ ~ : tr.ir.;-
portation systems of the future. 

The Need for and Feasibility of 
New Transportation Means 

The major conclusion deriving from the se st u<.!i::-; ,, 
that new transportation means arc n ecessa ry as"''-'!:~' 
technically and economically feasibic for all bcl' ot'l~.: 
transportation hierarchy. According to th:: cor.clu;i,, :-. ; 
of the HUD studies: .. Even with cngino:crin g ir:o;1r ,, .. ,_ 
ments an<l optimal mana£i:ment and utilrzation, p·.:-c: 
modes of urb:in tr:insportatio n :ire inadcqu:i~i: £,l r;;:-:'. 
total future urban needs. " 2 

A one-year research study by the Stanford R.:>'.'.! :•r. 
Institute on the operations, technology anJ ec~nomi,, ,-:· 
future urban transportation system:> . concluJ..:J t!:.1: 
•• •. ; the prospects ·are highly encouragir:1g th~t t~: ._:,. 
velopment and use of ne\~ systems will prnviJ:: h:,:.;i..-
throughs in urban transportation service. Ct·rtain u-.::·:.: 1 
new systems based on adv:inced technolo gy anJ O;:'<=i.l· 

ting concepts can surely be dcvclo;>cd-the C\ :~:r. ;c 

cow available, whiletcht:1ti\·e, slrong!y sugg.:;ts 1h.;t :::; 
benefits front the use of such system.> woulJ Jr.~;1 ! :; j~
'tify the cost ·of their development, installatic>n, .1:-..: 
ciperation."i 

1Tlr" Urban Jiau T;amportation Act of 196./, s.:-:ti,,~ f, ~ '· 
as amended. 

•u.s. Department of n.:ru,i11g and l'rb.tn °'='e!c' ;"'': cc:. 
OtT1<:c -0f !\letro;:iolitan. Devolopmcn: • .Ton1orro.,.·'s Tra::rrvrr.::~·"l. 

Wa.shin~ton, D.C., 19~8. p. Z1. 
"Stanford Re5earch · lmiitut~. Futt"e Ur/oan Tr:;ff•,-.·r·..::.·• 

·SyJtems: D~Jcri.jitioi:.s, £1,aluctior..t,·and J'N:;rarr'J, F:-_1·' R ::'~ 
I, prepared for · the U.S. O.:par·tmcnt of Housinl> J.~.! . t::~-" 
Dc\·clopmcni.. Washiogton, D.C. March° 1968, p. ;_ 
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Hierarchy of Transportation Systems 
Most of the class ifications of th..: transportation sys-

tems adopted in the various studies consid.:r a hiaarchy 
in the transportation facilities similar lo that accepted in 
Volume 2 of th~ _UDA Project. Th..: functional cl::i.ssifica-
tion finally accepted dilT..:rs from the one presentt:d in 
Y-0lume 2 only in that it considers a further breakdown 
of the category of urban systc:ms into center and local 
systc1r.s, as th.:se ::~..: adopted in the HUD studies:' 

• Cc!11t.::r syst.:ms: For travel within high-de nsity 
ollllti-purpost: cen ters s ~ch as airports, universi-

. ties, shoppin~ cent..:rs and major business dis-
tricts. Thl'y will k a hie to handle a la rge number 
of short trips concentrated in a relatively small 
area. Capacity and not speed is therefore impor-
tant for these systt:ms. 

• Community or local systems: For travel within 
communities or groups of communi ties consti-
tuting major, somewhat self-con t<;ined parts of a 
metropolitan area. Trips to be served by local 
systc:ms are very large in number, with scattered . 
origins and destinations. If, in order to simplify 
matters, they an: defined as . all the trips of less 
than 3 miks, roughly half of all the trips of a 
metropolitan area will fall into this category. 
With portions of longer trips included-the col-
lection and distribution part of trips to be served 
by metropolitan and regivnal systems-virtually 
aU travel could be served by local ·systems. 

• i'•frtropolitans)i.<tems: For travelwithin and across 
the relatively compactly developed portions of a 
metropolitart area. They wiH· aecommodat~ long 
trips, 3-25 miles, generated by moderate to high 
dcnsi-tics of dc~·cloprnent. 

• Regionai systems: For high-speed long trips, 25-
150 miles, linking major regional centers- enter-
tainmc.nt, cultural, health, etc.-ai~porL~ and out-
lying communities.. In large metropolitan areas 
the rezional system will also serve long trips 
within these . areas. 

• National systems: For · long-distance intercity 
travel along a few sclc'cted corridors of n·ational 
importance. The location of these facilities is 
defined on the bas is of broad national criteria. 

New Transportation Concepts and Technology 
tv~any differnrtt individuals, firms and public agen· 

cies.have worked .and are working on the development 
of new concepts and n~w technologies for fut~re trans-

1Barton·Asdunan As.sociates. ·Tnc., <;uiddines for New Sys-
ktr.s of Urban Traruportation, Vol. I, "Urban Needs and 
Po~nti.als." U.S. Dept. of HUI'>. Washington. D.C.. 1968. 

.. 

Elaboration of the Concept· Plan 

portation means. However, review <!nd assessment of 
several dozen of the most promising of these concepts 
have revealed that the great majority have not been 
fully worked out even on paper.2 

As a result of their study of solutions which might 
be developed within a period of 5 to 15 years, Stanford 
Research Institute arrived at the conclusion that " ... a 
single, all-purpose urban transportation system, capable 
of satisfying al! ne..:ds for all urban dwellers, is not e.>;-
pcctcd to emerge within the fore s..:eablc future, if .:ve~." J 

In any case, it will not emerge within the time-fram..: used 
. for the UDA study. ln!>tead, different compicmcn!ary 

means will be nel'ded, e:ich one serving the specific 
needs of the corresponding class of the transportation 
hierarchy. 

Following a review of new transportation~system 

concepts which have a reason:lble probability of being 
operational within the ne .>;t fifteen years, those which 
better f ulftll the specific requirements of each class of the 
transportation hierarchy were selected. 

New Transportation Means for the Five Classes 
of the Transportation Hierarchy . 
The Dual-Afode Vehicle 

The du:tl-rnode vehicle concept is the result of an 
attempt to combine the fk,>;ibility and privacy of the· 
aufomobiJe with the speed, safety and comfort of auto-
matic con trot On city streets these vehicles can be used 
much like conventional automobiles, but they can also 
travel under automatic control on special guideways, 
either on their own suspension: systems, duai-modc 
vehicles, or supported by special carriers, dual-mode 
transporters. 

In American cities the greatest amount of growth is 
in the suburbs. As a result, the percentage of trips with 
an origin and destination in a concentrated downtown 
atea is declining, and the number of trips betwt:en low-
density residential areas and decentralized industrial and 
commercial areas is growing. Detroit is a typical exam-
ple of this. In fact, the percentage of trips in its ~rban
ized area with an origin and destination in the Detroit 
CBD declined from 5.4 percent in 19534 to 4.4 pe rcent 
in 1965.5 . 

15t.'.lritord Resc::?rch [n_stitutc, F111ure Urban Trar.::porrarion 
- System~: Tecltnolo6icnf ASJessment, U.S; Dept. o( HUD, Wash-
. ington, D .C., Memorandum Report No. 2, :1.l'ay 1967, p. 105. 

'St.'.lnford Rc.-><:Jrch Tnstitute , Furu~e Urban Transportation 
Systems: De'scrip'1ioru, Evafuatinn.r, a11cl Pro~rams, p. 7. 

'Michii;3n Sta_t·e. Hii;hw:iy Dcpartmcn:. ct aL, op. cit: 
'Southeast Michigan Council of Govcr·nmcnts (SE:l.!COG), 

through iu 5p.;d:iJ project, the Detroit' Regional Transport.'.ltioo 
and Land Us.: Study (TALUS), Gro,.·tlt, Chang~. and a Choice for 
1990: Prt:limlnary Pl.:n, Solltlrt:tUt ,\,fidr.itati, Volume 2. Augu\t · 
1969. ' 
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Elaboration of the C 011cept-P!an 

At present, the only mode which effectively meets 
the travel requ irements for such a situation is the free-
way-automobile ·-moJe which provides for high-speed 
travel on freeway segments anJ .a practica l means of 
gain ing access to these segments. Of the many new trans-
portatio n sys tems examined, only the dual-mode concept 
pro vides simila r senicc with adJitional advantages. ft 
?eems, the refore, to be the most appropriate .to cover 
both the metropol it .H1 and the lo.cal icvcls of the tra ns-
portation h.ier:irchy. 

A typ ic:il example of the dual-mode vehicle is the 
"'urbmoblJe .. "" a d..:sign co ~ 1;cpt \\ hi..:h or!ginaic<l at Cor-
ne!i Aeron:w:ical L1boratories.1 T his is a small 4-1ns-

as do conventional au to mobiles, drawing il~ power fro m 
an internally stored energy source (battay). The urb-
m obi le ca n al so oper:ite on an exclusive gu i.deway, at 
which time it is under fuil y automatic control d rawing 
its power from a tr.ird rai l. T he guideway syste m has 
the potential o f ca rry ing 10,000 o r more urbmobiles per 
Jane per hour, five ti mes the number of au tom obiles 
carried per lane per hour on urban free \,·ays. 

The dual-mode concept can be devclcped 111 two 
main stages . r n the first sta;e small anJ large automat.ic 
vehicles will move o nly on the high -speed guideway, at 
m uch hi ghe r speeJs, however, than those current ly Ll sed 
on the metropolitan systems, ::iml, what is mo re im-
portant, without obligato ry intcrmcdi:ite stops. later, 
when co ntra! techniques a re adequately developed, the 
above system ·wiH grow into a dual-mode system where 
both public and private, large and sm:ill vehicles wi ll 
oper~te automatically on the gu<fdeway and manually on 
urban· streets. Under this form th~ system will provide: 

• D oo r-to -door service fo r car owners. 
• Dcior-to ~-:loo r service fo r drivers who do not own 

a car but can rent one either for a single trip or 
for mo re exter.sive periods. 

• Station-to-station se rvice 'ror non-dr ivers. This 
service may be iniproveJ through the use of mini-
buses whi_ch,will move automatically on the guide-
way and manua lly on the streets. 

• Similar service for light p:ickage delivery trucks 
and mail trucks. 

·some ef the adv:intagcs of the dual-mode system are: 
• It requires much less right-of-way . An entire 

2,way urbr.10bile guideway right-of-waywiJJbe 25 
foet wide, consisting of two 8-fo0t lanes for urb-
mobile tracks and rails anJ a 9 -foot center lane 

1C.Omell Aeron au.t i..:a l Laboratories , Inc., Bi-modal ·urban 
Transportation S.ntem Srudy , Vol. I, Final Report, U.S. Dep!. of 
HUD, W~'s hington, March _ 1·96S. 
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for emergency and service veh icles. Such a.:<) ~
fieurat ion \\Lil have a capacity 2-3 t imes ;; ;~ .:::: 

than a four-la ne frc e\\ay requi ring an a b:cc! '":: 
minimum righ t-of-way o f 100 feet :ind a J<" ~ i;;:'.- : : 

one of 300 feet. 
• The ekctric propulsio n system and high ca;:>~'i::. 

ofa guideway lane make it economicaily fca-: :- ·: 
. to con siJ..: r subsurface consti-uctio n. 

• Parking c~n be remote . Vehicles ca n be ro u:n.! 
au toma tically to parking garages locareJ in ..!:; 

area where the cost o f b nd is low. 
• T raveicrs are rciieved of the burden o f,·ebi.:lc '';'-

• Tra nsit service aut o maticaily follows pri,· ~tte ,,.-:-
vice, en sur ing ready access by both modes in:;'.! 

areas of the city. 
• ft provides high-qu:ility public transportJtiun «: :-

vices wi th the most promise for the reso!uri0:; ,, i 
the prcs..:nt mobility gap bct,~ cen use rs of pd: :i.: 
and private tra ns po rta tio n. 

A dial-a-bus syqcm ac ti vated on demand by rr.c 
potent ial passc:ngcrs can improve collection-disrr iburi 0 :1 
service o n the local level, cspeci:illy fo r non-Jri\c:>. 
The buses o f this system can use the automareJ g>~ i,'.c 

ways of the dual-mode system. 

Cor.1>eyors or Conti11uo11s-Floiv Small Automaric 1 'clric!<5 
T wo typical examples o f possible t r:insporr.1ti,1 :: 

concc:pts fo r center systems are give n in a sruJy by r~. ::: 

Stanford Re search [nstitute.2 Both provide for chis:::· 
spaced routes and statio ns at in.tervals o f 500 to I.().•) 
fed, w;ually within a 1-3-min ute walk of the tra,·dcr's 
ori gin or des tinatio n. 

The firs t concept consis ts of main-l ine co n\·c~ ''i'I 

with speeds v·arying from 15 miles per h o ur d o"' n to 1.5 
m iles per h.o ur, and statio n conveyors with con,u~. t 
speeds of 1.5 miles per hout. The second con.:-crt :5 

based on lightweight )~passenge r ~·ehiclcs op<r..!ti:· ~ 
under automatic control on specia l guideways. T '.-.c 
vehicles will move continuoli sly at spcec.ls o f abou t 15 
miles per hour, exce pt when enteri ng o r kJ\in~ stati oru-
The 15-miles'per-hour maximum speeds of the t\\O s~, . 
terns will result in effective speeds within a r:i nge ofS'- 12 

miles per hour. 
fi JS ·crn·is·i·,H,,,f. The capacity of the rst system, 

depends on the width of the belts employed. ll o «'c_,,·r. 
. . . h ·· · . mi "i.lrh a 4cfoot mJtn belt, cons1dcn:d t e m1 n11m . 

·1J 1 ~ a c'1p:k1!' acceptable for saft:ty reaso ns, wou ia v1.. · · 
.h Th- ·ccond spt,·111. of almost 8,000 passe ngt:rs per our. · 1.. ~ . · • · 

U. b T. l/11.Jf""'"1; • .,. 'Stanford Research !ns tit1Jte, Furure r an r 
Syste1ns : Descriptions, E~·aluarions, and Prog.rcJmS.~ 
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as envisioned, would only_ accommod:ite about 2,000 
to 2,500 passc:ngers per hour on e:ich line, but the 
cffedive cap:icity could be increased to any des ired 
kvd hy providing addition:il lines. 

In addition, an extension of the dual-mode system 
opcr:iting under reduced speeds and with more densely 

J o-cd st:itions might off..:r another alternative for the - Sf·•C . 
Je\elopmc:rH of center systems. 

J{igiz-Speed Ground Transport l At thc: regional and national level, high-speed 
! gro:.ird ua:»port, 1ike the French .-\.:rotr:iin now in 
I e\;xrimc nta! opera_tion, can be use~ ~p to cc~tain cruising 
f -'- srx~cJ s, e.g., 200 miles pe r hour., \vtulc fo r higher specJs, 
i s:·st.:ms which employ enclosed tubes are appropriate. 
,,__ ·rhc former presents the advantages of bc:ing already 
~ _ in the implementation stage, while the btter can better_ 

wtisfy the high-speed requirements of_ Icing-distance 
;ra\eL 

The Aerotrain, a wheelless, high-speed train travel-
- r.g on an air-cushion, was first put into experirnent:>l 

r 1r'-·ration in 1965, and reached a top speed o f 2 l 5 mJes 
i;:<• hour in l 967. The first regula r service in France is 
-ch~duled to begin in 1972, linking Paris and Orleans. 

The Gravity Vacuum Transit (GVT) is an example 
of the pneumatic tu be system. The tube, in which the 
~chicles would operate in a partial vacuum, would dip 

ct\\cen stations so that gravity would accelerate the 
. chicles at high· rates with no discomfort to passengers. 

Station spacings of 4--8 miles appear to offer attrac t-
- e combinations of speed and service for the high-speed 

·ound-transp.ort means. Capacities as high as those 
~chieved on rail transit lines, 30,000-40,000 passengers 

,.-. ~:r hour, are possible . 

I 
i 
I· 

, ,1e Improved Automobile for All Le11els of the 
Transportation Hiera_rchy 

Theconventionalautomobile, in an improved form, 
l 
~ c:qxcted to play an impor tant role in all five levets of 
!: t i:;: transportation hierarchy. Theintroduction·ofthc new 
l . 

- ,ti::in described above will a:"Ileviate frec·way and street . 
1·: r.ges tion, allowing automobiles to make · full use of 
~ th::i r unquestionabt.e advantage's in door-to-door se rvice. 

already mentioned, the dual-mode vehicles will con-
.ute another type of small automobile which, under r .. .... nu:!l control, will have characteri~tics Simila~ .to those 

l 1)f conventional automobiles. At a later stage the dual-
~ 1- ·Je vehicle and the conventiona l automobile may be I , nbined to form a .single type of automobile. of varying 
~ >it~s. capable of operating .under both manual and auto-
~ , tic control. v-

i -
' -'--- c 

. .~~': 

Elaboration of the Concept-Plan 

Speeds 
In the local and center systems, speeds simifar to the 

off-peak speeds of today are e:1:pccted. This is in accord-
ance with the assumption made in Volume 2 concerning 
the urban tra ns portatio n system \~-hich encompasses the 
above two systen1s. 

Speeds of 50-80 miles per hour for the dual-mode 
vchicics vvhen o~::r:iting under autornatic control ar<:! 
fo reseen by the developers of such sy~tcms. Speeds of 
50 and 70 miles per hour were consid<.:red in the Stan-
ford Research Institu te studies. 1 The prelirnin:iry ana!ysi' 
in these s-tu<lics sho,v.ed that the hnter .speed is mo re 2d-
vantagcous and sug.sc.sted th:.i t systcrns \v!th sp:;~d" e·.-en 
higher th:in 70 rniI~s per hour may b~ desirable- . The 
100 miles per hour speed accepted in Volume 2 for the 
year 2000 metropolitan net.work of the Alternative 120 
may, therefore, be considered to be in agreement with 
the above figures, which re fer to transportation con-
cepts to be devfi'.i o ped within the next 5-15 years. 

The most pronounced difference between the Sta n-
ford Research Insti tute stud ies and the UDA study 
exists in the speeds of the rcgiorul system. Th;: former 
suggests alternative crui sing speeds of !60 and 250 
miles per hour which, however, drop to l l 0 miles per 
hour and 140 miles per hour, respectively, if an average 
of 6-mile $pacing of stat ions is considcrt:d. ~ In the UDA 
study a 250-miles-p1;r-hour cruising speed was also ac-
cepted but it was assumed_ that at this speed capsule 
tra nsfers may be feasib!e,3 and therefore, np rt.cl uction 
of speed was_ accepted for stopping at stations. Such ' an 
assumption can be justified by th~ fact that a period of 
more than 30 years is considered, as compared with the 
5-15 year period of the Stanford Researc h Institute 
study. 

Configuration and Spacing 
The advantage of a gridiron configuration for the 

. metropolitan system was recognized in the Stan for d 
Research Institute stl!dies and a grid -like, area-wide 
network was accepted :.\ith .guideway and station spacing 
every Yz to 3 miles.~ This conforms to the UDA as-
sumptions in wh-i·ch an average theo retical ·guidcway 
spacing of 6 miles, with ernrance and exits every 2 miles, 
was originally accepted. These spacings were cons ider-
ably <lec'reased in the denser areas, following the com-

1/bid. 
2 /bid. 
'Massachusetts fnstitute of Technology, S;1rvelof Teclrnology 

for High Speed Ground Transpori, Part I, U.S. Dept. of HUD, 
Washing ton, 1965. 

'Stanford Re;carch Tnstitute, FuturP Urban Transportation 
Systems: Descrip:ions, Evaluations, and Programs_ 
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Elaboration of tl1e Concept-Pian 

pu tation of person ftO\'•S through the transportation 
model. 

[n general, regiona l systems will be Jevelop.;d along 
corridors of heavy volume, l o ng-Ji~t:in cc mo.vemcnts 
and, therefore, a regular gridiron configuration cannot 
be imposed without reg:mJ to the existing a nd planned 
development. In the 5pecial case of UDA, however, the 
a ssumed gridiron configuration of the regional network 
and the ::iveragc sp:icing of 13 miles between facilities of 
this network fit the existing arrangemen t of functions 
generating regio:i al tr:ivcl. Also, when t he urbanized 
areas gro\v anJ the r~gi ona l faciiitic.s m ore and rnore 
serve Long in':r2city trips, their reg_ula: '.Sp.:lcing \vil1 bet-
ter comply \\ith thei r role as a highe r orJ.::r mdropolitan 

·syste m. The average statio.n sp::i6ngs for regionJ I facil i-
ties are the same for both Sunford Rc se:irch fn stitute 
(.+--Smi les) and UD:\ (6 miles) systems. 

Capita l Costs 
Al though a direct cost cornpari,hn is difficul t be-

ca use oft he different :issumptio:1s concernin·g.the extent, 
form, c:tpaci ty, e tc., of the systems, a rough compari.so n 
shows that {j DA cst·imates are close to the detailed esti-
mates maJe in various other case studies. In f::ict, the 
ca pital costs of a route mi!e of a du:d -modc system were 
esti mated to rar. gc betwee n SS.I million and S6.3 million 
in a case st1Jdy for southwest :\Iin neapolis, 1 and betwee n 
S5.7 mi llion and S6.3 million, or SI 3.8 mill.io n if entirdy 
unde rgrnund , in a Buffalo case study. ~ [n rht: . UDA 
project the: cost of a two-v.ay metropo litan facility with 
cem parable cap::ici ty-25,000 pcrs0;1s pe r hour-\rns 
esti mated to be S6.3 million per mile (see Volume 2, 
page 285). 

The cost o f a regiona l system with one line in each 
direct ion, ha\·ing a \otal ca.pacity of 600,0CO passengers 
per day, was estimated to be Sl6 million pe r mile fo r 
UDA (Volur:i1e 2, page 286). The cost o f a gravity 
vacu-um transit syste m in a case study for. the San 
Francisco Pen insuli 3 was estimate<.! to be SlO million 
per mik. The h igher figure. of the UDA assumptio n is 
justified because it is based on a more expen sive type of 
facility, with at-speed capsule transfers, higher average 
speeds, etc. 

Evolution of New Tra~spo rtat i on Means 

The Stanford Research lnstit ete has tentatively as-

1/bid. 
'Cornell Aeronautical l aborato ries, Bi-modal u~ban Tran .r-

porra11011 System Study. 
. 'Stanford R~sca rc n Instit ute, Future Urbw: Traruportarion 
Sy1te1t1s: Descriprionr. E voluatioru , and Progran.1s .. 
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sumed 1 that 8- 13 yea rs \\ill be req uired to c.:;:.'-. '."·-
va rio us new me:rns of tranS!JOrtation fo r p u :-'.,;. '.. <. 

Similar paiods of Jevelopment are suf~<.:st c·.; :- .- , :'.:: 
stud ies . On the o ther hand, the less sophi,tic:!:c-~ ( ,. : -:i 

of new means arc expected to start Opt."r:Hi•::i at.;:::.;.~. 
·earlie r date; for in.>tance, the first regub r s.:n i-:c ,.(: -: 
Aero tra in in France linking Paris to Orle:i.:i\ i\ ~ ~"' :,· 
com mence in 1972. 

fn view o f this, it seems reasonabl:.: ro :1 s~l:"7. : :_'-_: 

ne w transportation means c.ould stan being im(-::::::: :.; ~ 
by 1980. -rhis, ho·sevcr,-docs not rnean tl::?.c ~hi:;-· ;;: · ...: :- ~ 

transportatio n systems should not con rinul· to h: .. ' -. 
vt:l opccl lo cope v.:ith the !ncreasiru! dcm:ind u~ !: .. · - & .._ I . -

time the new means begi n operation and become.!:.,·~: _, 

serve a substanti:il amount of travel. ~o r dt"'Cs ;t .. ·.:-" 

th at they should bc abanJoned after that ti n~c r-·-· 
automobile in particular, in a form similar to it;; r:c•.c: .'. 
one, will mos t probably continue to play a k:iJir;; : .. :~ 
in transportatio n fo r many more years. 

Al R TRANSPORTATION 

The anal ysis presented in Volume 2 inJic1:c~ ·:'..:-
rteed for a new major airpor t before the ye:i.r :'.(• •1, ,-.·::-
sideri ng the fo recasts of enplaned passengc:rs :i.r.•l :1: :-~~ ·; 
operations in relation to future cap:icity of Li.::;: :""' 
pro vided in major UDA airports. 

The subjec t was reviewed with varil1us t<:chr: ;(~! 

grou ps so that the study might benefit fr0 m c';-:: : 
opinion and take advantage o f the latest d·:'d,,r rrc:·:• 
in air transport technology. 

Rece nt de vc!opmen~ in a~r transport:i.tion c ... ,r:'.::-:-J 
the need fo r· a new major ai rport in UO.-\ bc~,, :c t~ 

year 2000 . It is expected that this need \\ill be fc it c-.c 
if urban de ve l0prncnt in the· are:i is left tu i0lk" ;:; •' .. :: 
course. The pro posed ·development nonh :i.nJ ri...1 r:~·<.l-.! 
of Detro it m~y. in fa ct, intensify this n.:cJ mu~:,•••· .. ' :-.. -: · 
possibly in.the late 1980s o r early 1990s. 

According to presen t forec::ists by the Fe..!er.!l .. \,~·. 

tion Agency, enplaned passeng.: rs in lJ D :\ :i re n~;:<.! 
to quadruple between 1965 and 1930, \\hik ~ : :-~:!': 
operations will roughly triple . The i;iuc;i • ir:~ , __ -: 
of tran sport aircraft is e xpected to rcJ uc't.• rc:i l.. h.'·.:1 

aircraft operations to with in the cap;i.:itic~ uf tr.:-
prcsent o r an improv~d Det roi t :".fctro pollt:rn ;\ ir;'-' :! . 

which will have at leas t one aJJitio n.i! ru1nuy a!1J :-::-.. 
. r· ~ 11 "n ·rc·.i-< ,, ( term inal buildings to handle the o urro' 1 '- · _ 

passenge rs by 1980. After 1980 and before t!ic tu r' ' 1 

the century, continued growth of air carrier o~r.i t 1 ·' -~ 
will require a $econd domestic air carri.::r airp0rt. 

· 'Ibid., 'p. 32. 
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fn addition. the proje..:tions for increased gcnaal 
· r· , 11 ·ic:tivit)· inJi,atc- the necJ for aJJitional general 

an;l I• • -
. t"c1r1 oirporb -ind facilities to complement scheduled 

:n1:1 1 ••· • 
Jir ..:Jrrier n.:quircments. 

N..:w technol ogic1 l development, however, may 
_ .•. 1 .• r.··w ne..:J; \\di b..:forc 1980. The Je\·elopment of \.. i... ..... . ... 

·r 011 ·1,. trJvel is expectcJ to gena;ite need; fo r new 
sup~ ~ "" - · .... · . 
J" icit ivn fJcilrtic:s \\ ith intc rn:uional or even natwnal 
C<'nn..:c·rions. Such developments raise the po;sibili ty of 
cr~at i r.g:in intern:Hion:ll g;itew;:iy in t he miJwc:;t by pro-

. •,·n·· "n intc-rnation:.i! supersonic airport for UD.-\ and \ h..... = v 

it ... surroqnding region. UD,\. appears sui t..Ib!y located 
ic•r ;ur h a m;ijor airport facility becau se it is at the 
:cu!.'!.r;.:ph!..: c~ntc r of the. Great LJ.k~s n:C'.gaiopolis, has 
~\'.c:n,i~e access to the lakes, and is clo:;e to C:inada. 

Se\·cral metro ports may be requ ired throughout 
LD·\ for tri ps of less th:rn 500 miles either to final 
~,,;inJtinns or to airpo rts where passe nger-s can beard 
~.:! ~r:!nspo rts for long trips, unless the d·~v,dopmcnt of 
~~ ;:h-spet:d ground tt<.!nsportation makes many of these 

- )!1,>rta flights unnecessa ry. 

_ \'/ATER TRANSPORTATION 

The previous studies prc;cntcd m Volume 2 also 
ir:Jic:iteJ the nc:ed for a new mJjor port com pkx in 
t D:\. Th is rnnclusion was derived from genc:ral forc-

,_-.:.J>t.> of water.borne commerce in UD r\ and the future 
~:rnJiing capacity of the ports of D{:troit and ' TokJo. 
Tr.:~ subject also was revicweJ with various technic:i l 

- :rcup,;, and e,~pert opinions on the latest developments 
:i rnJrinc: transpo rt technoi ogy were made Jv:iil::t bk. 

T~e conclusi0ns of Such st udie5 ho.\'c shown tha t 
r _ :!:e future of waterborne bulk cargo rem:tins unccrt:i in 

'~ ~to increasing competition from raih\ays (co:i! by 
.. r:i t.rail), and fr om energy-resource subs titution (p<:tro-
~(u;i1 and atom ic energy instead of coal). Moreover, 

d;.: c:irgo is usually hanJkJ by private carriers at 
:i·.:He terminals wh ich arc selected an d designed to 

,- :;-:·:·:t the particu·t~r needs of ships using the-n1, and v, hich 
- e r:.iiJ for privakly. 

On the basis of the above conside rations, it be -
,,,mes apparent, therefore, that pro vision for a new 
,;.;,ij•Jr port facility iti l.;D.-\ could not be b:is;:d on the 

d; of future waterborne bul·k car~o alor.e . Water-
,,- -- r:ie general cargo is exclusivdy li~itcd to overseas 

\ '..:-.!Je. :ind it is te nding to become c.ont:iinai1.ed. By 
\I '0 i! is expected that 80 percent of gcner~d carg0 will 

co;itai·r.erized. Increased cornpetition from inland 
I ·· -:t:iir.eriL::d carriers is anticipated, however. In fact, 
f .:: p;..:s;ir.1istic studies predict the diversion of all gen-,,.... 
i 

Elahora1io11 of rlie C orrapt-Plan 

er:il cargo from the lakes by fast cuntainer trains to 
seabo:ird ports by 1985. 

Although future Seaway plans could meet th..: navi-
gatio n requirement:; of la rge containt:riLcd ocean-going 
sh ips of up to 32-foot draft, considerabl.: d.redging would 
be required in the Gr.:at Lakes to make lakt.: ports ac-
cess ible. Such difficult ies m;!y be overcome by a feeder 
and tra nsshipment system. Conta i11c rizcJ lake carriers of 
conventional dimc n.;ion ; could run a shuttle: service 
bet\':ccn a central Iai;es port anJ ::t Se3 \''1Y port (:'v!on-
treal), where the containe rs or containerized barges 
cou ld b~ transshippc.:d into regu!ar ocean-going container 
lines . 

Base:::! on the volume of ft.: lu re containerizabk gen-
eral cargo in the Great L:ikcs, at least one container 
te rmi na l could be supported. Thus, if navigation prob-
lems in the Great Lakes are solved, a container termin:il 
in UDA might have to serve re gional w;itcrbornc re-
quire ments of the Dctroit- Tolcdo-Ckvel<ind area . In 
any cast:, the dcvclormcnt of secondary feeder ports 
at e'<isting and ·new locations in UDA should also oc 
envi;Jged. 

Structure and Function 
GENERAL 

In order to proceed with tf)c elaboration of the 
various clements of the concept-plan, the general frame-
work of the future physical st ructure of UDr\ must oc 
outlined on the basis of the broad guiJciines derived 
from the stlcctcd alternative. 

On the basi s of this general fram:: work, a dct:.iikd 
distribu tion must be made for the var ious functi o ns 
throughout the study area. Thus the structure and 
functioning of the future hn<.i tran sp_ort:.it io n network 
must be defined in th e greatest po,s ible d..:tail, and the 
location and connections of the future airport and port 
facilities mu st be decided. Fol!owing this, the di stribu-
tion of the future cc mt: rs of employmrnt , incl:.J<li ng ccn-
tei:s of servic.;s .:11id industry, should be determined for 
the various units of study. :'v[orcover, th,: distribution 
ana type of the future ri:sicen tial and recreational areas 
should be ddined. 

The results o f thi s elaboration are finally us.ed for 
the detailed distribution of popubtion o.nJ movements 
th roughout the study are:i. Thcs;: d_istributions, which 
are made fo r study units of6 by G mil.:s, arc determined 
th rough the u;e of populatio n distributio_n and trans-
portation modcts described in this ch:ipt.:r. 
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Elaboration of the Concept-Plan 

THE BASIC FRAMEWORK 
OF PHYSICAL STRUCTURE 

A concept-plan for UDA, which attempts to ex-
press in phys ica l term s the targets set for the future by 
the selected alternative, should reco gnize two major 
elements. T he fir st is related to the natural and geo-
graphic sett ing of the study area, and the ;cccinJ to the 
overa!i existing :rn<l potential tkvelopmen t of the '' ider-
~cgi on of \'-'h.ich the :;tudy ;lfCJ. is a- parL The future 
physical structure of UDA is in fact determined by a 
nu~nb:e r of n1aj0r rcqui(cn1ents deriving fron1 these t\VO 

elernt:nts~ 

In th~ co nt.:::t of th .: n~uur~l cn':ironrnent the rno"t 
decisive e lement is obviously the overall configuration 
of the area as defined by the existence of th<:: large r \\ate r 
bodies, which m:ike it -possible for only certain sec tions 
of the United States por{ivn of UDA to ha\'e immediate 
la nd connections with Canada. 

A major ekment o f attraction for urban develop-
m en t is wate r anJ, therefore, the concept-plan for the 
fut u re UDA should pi·ovide for the maximum utiliza· 
tion of waterfront .sections. Actually, this .requirement 
has already been taki:n into account by the selected 
alternative which proposes a new urban cente r in St. 
Clai r County along the St. Clair Ri\·er. Al ternat ive 120 
is based on the recognition of the importance of those 
sections o f UDA which presen t the double a<lvantage of 
being along the water and , at the 5ame time, o f having 
easy land communications with Canada. Development 
of the new twin urban center in ·one o f these sect~ons 
along the St. Clair River wi ll actua!ly duplicate rhe his· 
toric:d del'e!opinen t of Det roi t itsdf. De troi t' s location 
uti!i ;'.ed the great adva ntage of.a position on the. De troit 
Ri\c r whde co·n nect ion with Canada was poss.ible and 
easy. 

In regard to the second major element, it is impera· 
tive that the bas ic structure of the UDA concept-plan 
promote and empha size the centr3! locatio n of UDA 
within. the wider megalopolitail space. This will be 
ach ieved mainly by ensuring :the· ocs-t. poss{b!e iunc· 
tiona! connections of' UDA with the wider ~rea and 
particularly with the existing and emerging megalo· 
pCllita n formations in the Crcat Lakes area (Figs. 
276-277). 

The study of the existing physical structure of the 
wider region shows clearly that, at present, thcr~ is only 
one megalopolit::rn corriJor from the w~st: Chicago-, 
Kal;imazoo-Jackso n- Ddroit (Fig. 276). This corrijor 
splits at Detroit, with one section g(}i11g northe:isttoward 

. Canada and the other t:iking a north-south direction 
toward Tokdo, Clevel:tn<l and Piush~rgh . It is also clear 
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that west of De tro it the other urban S..: ttk m~:: : ~ i:: t: : 

southern pa rt of :V1ichig::i n-Fli nt, Lan,in='· S2 ; .~ ., "· 

Bay City, Grand R..ipids, l\!u skcgon , etc.--..::(:1 ,1:: '.. ··: 
conside red "local"' since t'hey are a long loc.!l :t.\c' '\ r.; •. ~ · 
ting from De tro it. Thus there are two luc:d c ,•r : 1~ .. 
form atio11s: D e tro it- Lan sing- Grand RapiJ s- >!t.: ,~ .. :,: ·:: 
and Detro it- Flint - Saginaw- Bay City. 

[tis no'-v both necessary anJ possibk to c!1:.i::(-: 1:- ~ 
present -;ysten1. This necess ity \Vas !..l n, !c rS ~t't~)J "'· 1:~! ~~: 
realization that the potential fo r meg:!lopolit:rn J<:,c\-;--
mt.nt to the \\i.:S t of Det rui t cove-rs a n1uch \\ · il~;;r 1 ~·"· · 

th:rn that of the present megalopoli r:rn corriJ,,r 1 f. ,: 
277). I nJec.d~ :ts the s udic~ of the Gr0~!t L;:ke;, n1!.· :: t'.· ·;·-
olis ha vc_ emphasil'.eJ, the zone of potcn ti:il Jc,·c 1 ,•r::~ ·: :: : 

includes the 11hok of the '.\!ichigan peninsuh ;,) c:': "( 
the parallel a t Saginaw Bay. A transformatio n C'f t :: : 
prese11t sy~tem cou!J make _th i's wick zone :i fu nc1 i,•:-.. , : 
part of the megalopolitan devel opment and by c.J,,:ri; .,.,. 

· e mphasize UDA's cent r:il foc;ition in the cn1cr,.: 1~. ,: 

Great Lakes megalopolis. 
With the concepts of the new maj.o r urb.i:i c,~ ::

cen tration in St. Cla.ir County, the new C.!.'I · '-' ' ' : 

high-speed land transport:ition axis :i nj tr.c n:: ::-

forcement of the southe.rn east-west a.\ is :it Tokc!c'. :i :cc ·' 
sys tem can be crea ted . T hus, inste:id of 011': mcp 1··0:,. 
tan axis and a few "locai .. ones in sou thern \t i ,· h1~-.1~ .. 
the new system covns a mu ch wiJc r ZL)llC "i:h t ~~"" 
basic t.ransporta~io n li nes running .::ist -"csr , :; t frc 1·;. •' 

edges an.din t h·~ midd,k of the zone. T he nL' rt hc:i::"·.: 
axi s now becomes meg:ilo po!rtan in n:Hure , anJ r r,•'.-.: ..... :-
more importan t than the miJdle axis. Togc tht.:r '' ''h t~'C 
new major ur ba n concentr3.iion in St. Cbir c~'u:-.r' ;- ··-
pos.ed by the selected a:lt.:rn;:it i\c , thi s nc'rthcr:-.::: , , : 
a xis; through the high-spceJ in ternatiL'n .d ir:1r.•;-- ' ~.>· 
tion facility, u_nifie~ as well as dclocJliLcS ;inJ rc :,:1 .. '-. .il · 

izes a significant numtx-r oJimportanJ urb~in <.ei!::r.:~ : .. 
in '.\l ich.igan: Flint, the S:iginaw- B:.iy Ci1y ;:,,r..;-'·ct. 
Lansing, Grafld RapiJs and >!uslcgo n. 

Therefore inst~::id of one east-west mc·~:ik' i'; i ,: .\ • 
corridor whicl~ p:isses thro ugh a 1,J cast L' f Dcrr .~:: .!~ 
then splits in tw~, there \~ill be three corriJ,,r. " ' : ~. t :..J: 

new sy~tem: two corridors :ilong t.he sid;:> ,,f t:Xrr ,,.i : .~=- ~. 
a· third acro~s the middle of it. The two nvrll1<:rn-r::•": "

1 

these three meg:ilopo lit:in axes are the nwsr urr.1 r.'. ."::'·.! 
The southernmost axis is at the edges of the 1'i,!c ur~ ~-
ize<l zone and the least urbanized of the th r'L"<:. 

The ~bove ccinsi<lerations provide the b.t>i . .: fu:~ :· 
. : . . <l ·1' - f ti • nh\ , 1.;:1 l !' '. -''.'\ work wtthm which the broa 1nes o ic , . . _ • . 

for the dc\elopmcnt of U DA arc conu:i\cJ l Ft~ . ~ · ' 
1 

• 
·.. · · f · ·I a fnlllC" i.irl.. ,..l o The fundamental 1mpl1cat1011s o ~UL 1 • · 

be expressed as follo~vs: 

-~-'- ---------~---·~ 
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The Devel.opment Concept For Southern Michigan And UDA 
Deriving From The Emerging GLM 

W E.ris trng Urbanized .Areas 

D ~!ew T m:i Urbdn Ccnier 1n SL Cl.ai r Counly 

0 Exr;Kted £1 pans.on of Urban D~velop:nent 

0 11111 l(S 100 

0 . .. . ·.100 100 

• As far as the east-west direction is concerned, 
three basic lines constitute the backbone of the 
p hy'iica l plan. 

• These three axes, particularly the two no rt he rri-
m ost ones due to the numerous and impo r tan t 
urban concentr:!tions they are destined to se rve, 
are conce ived as the carri.:rs o.f important func-
tion s located along sections of their length. The 
Creation o f .ne\v centers o f services, commerce and 
indus try is pro posed on these axes as twin poles 
of att raction for . the existing metropo litan cen-
ters located clo~e to their alignment. 

• The northernmost east-west ax.is beco me:; par-
ticularly important. The physical st ructure of the 
new twin ·urba n center in .St. Clair County is 
greatly affected by this ax is. First, the form of the 
main . portion .o f this twin urban cen te r basically 
follows its direction. Second, the ceritral func-
tions of higher order and, more specifically, the 
CBD of this new t\\ifl urban center are conceived 
as running from lhc lakcshore along this axis. 

__ :.. __ . -----

'"" 
JOO 

Ill Ill Industry 

UDA 

'"" 
'"" 

New secondJ:ry centers are located on the s..::r:-.; 
axis \\ h ile indi.J stry is conceived as extc nJ ir.£: i:: 
corrido r formations in the same direction. 

• Along the north- south directio n, taking into, ,- ~. 

side rati on the new urbn concentra ti o n in St. 
Clair County, another line becon;es \C=! ti'.:-

portant. T his line runs along the !Jkc,h o ~c ;?~..! 

connects the new t\vin urban cente r " ith [.>:·:,,•;: 
and T oledo. 

• An o ther axis is propoS<:d in :he n0rth·<....''-!'.'.1 
direction passi ng west of Detro it. T his 3\{<. 

natio nal in character, is ·conceived as connc...:;i:-:f 
UDA with :'-.lichigan and C an:!Ja to the n0n~ . 
and with a series of importa nt urlxin con1.·c:-.:r:1 · 
tions as far away as Fl o rida . Altho ugh o f Jc,.,cr . 
importance than the east-west axt:s. this :i'" 1' 

destined to carry, along its length within L D ·\. 
sign ifica nt. functi o ns as well as new urh;in .:en-
ters and it can be the answer to the prub km '1 f ty· 
ing ;he Mic higan Upper P..:ninsula an <l the iwrdi: 

· p . · . !·• •o Odrc•it. western part of the L.ower enin~u ~ · 

l 
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TRANSPORTATION 
LAND TRANSPORTATION 

The a11alysis of n:cent studi;:s in new tra nspo rta tion 
syst.:-ms, surnmarized in th-: preceding chapter, justifies 
the ass umption that new m eans of transp0rt will start 
being used to a considerable e ,'<. tcn t around 198 5. T he 
intaim period will be spent in the development and 
ti:st ing of prototypes and in their implementation in 
th oS<" cases where particular ly fa vo rab k cond itions 
pi<:'•ail. 

A co nclusion derived from this assumption is _that 
the conventional transportation Systems 11il1 i:oruinue to 
be devdoped and exrnndd up to the yc:!r 1985 when 
they will reach peak us3ge. The p-::riod 1985-2000 wiU be 
transit iona l dur ing wh.ich new transpor tation means 
will be gradually developed, operating in parallel with 
the conventional sys tems. Duri ng this pc: riod no sub-
stan tial expansion of the con ~·e nti1)nal systc:ms is ex-
pected to take place as t he ne w means will incr<::ase the 
capacity of the overall system at a higher rate th::n that 
nc:edc:d to serve the increase in the movements of people 
and goods. Beyond thc> year 2000 the conwn[ional sys-
tems are expected to sen·e decrea:.ing portions of t he 
to ta l moveri1ents u ntil they are fully repl ac-:d by the ne w 
means. 

Ia accord:wce with these conclusions, the land 
transportatio n system prop0sed fo r UDA in the year 
2000 is composed of properly interconnected facilities 
serving both conventional an<;! new tra nsportation 
means. The conventional network serves the entire 
UDA and consists o f ro:id facilities covering the whole 
hie rarchical scale from loca·l streetSlo frc.:ways . T he net-
wo rk servi ng t he future mca.ns covers the laTgc: urbtJ.n -
ized areas as. well as maj.or axes li nking .t he e n tin: UD:\. 
It consists of metropolitan automated guidehays se rYiT1g 
dua l-mode v.:hiclcs and of region.'.! ! high-sp<.:cd grou nd 
tran sport fac11itics. 

A traveler intending to ~se only the conve ntiona l 
car can reach any destinatio n within liDA, trave1ing 
throughout the t rip on the conwntional ne twork. A 
traveler inte nding to use the. future me:ins effectively can 
travel only within the urban ized areas 1;h.:re such rnejn; 
are developed and along the major a.ti:; connening 
urb:tni zc:d areas. A combination of t.h:: tonventiona! and 
the new tran sportation mea ns may provide a better 
cho·ice fo r ce rtain types of tr ips. 

The Conventional System 
The main co nventio nal network of UDA tested 

thro ugh the transportatio(l mode l incl udes r h ree classes 

E/u."urat ion of th.: Co11cc:pt-P/,m 

o f conventio nal fa c iliti.:; (F ig. 279): free ways , express-
ways and ru ra l high w:tys, si~iar to the com:sponding 
pre sent ones, with slightly increased capaci ti.:s and 
speeds d<.Jc to the expect.:d improvements in the conve n-
tiona l automobile and in the fac ilities themselves . 

The main con1·enliorul syste m, as coni.:civcd in this 
study, represents th e devel opmen t of the present system 
by the ye.'.lr 1935. It is ass!.lmed that only a few additions 
will be m:ide bct'.1-:t:n 1985 anJ 2000 in order to serve 
the arl'<l5 to be d::ve!op<:J Ju ring th,t t r:-~riod. Thcr1:fore, 
the ndwork serving the con~cntional mc:ans i'n the year 
2000 will not diffi::r substanti:iliy from that of the yez,r 
1985. 

T he system of urban and rura I freeways tested in 
th.: tr.'.ln sport:it io n model consists of the exist ing free -
ways, those: under cons truct ion or at the stage .of fina l 
study and programmed frc:cw.'.lys for \\ hich appropria-
tio n o f right-of-way is und.:r way. No ~ubst<:ntia l 

changes in the alignment of those facilities arc prn-
poscd. A few addition:. have been maue in order to pro-
vide for sufficient co nnectio ns in the lea<> t served areas. 
M ost of these additions closel y fol!0w the proposals of 
the ;-., f ichigan Sutc I li ghway De p:utment regarding fur-
the r expansion of the freeway system afte r 1975. 

U rb.'.ln e.'<-prcssways were proviued to form, toget he r 
with urban frcC\';ays, a n :idcq.uatcly sp.'.lc.:d metropoiita n 
high-speed syst~m . T hey incorporate the present system 
of major arteries. 

The Future System 
The mai n ndwork of U D :\ se rv ing the future trans-

po rtat ion means in the· year 2000 is d~fined on the basis 
of the results o f the pre"·iol!; ru ns of the tra nsporta ti o n 
model for Alternat i\·c 120 and should be considered as 
rather extensive (fig. 280). ft was pr.::p.'.l red fo r a final 
tes tin g through the trarq:i0rt:J tion modd and was then 
red uced to the proper ~.-:ten t in agreement with the 
results . 

While the conventiona l transportatio n systems fol -
low th,: pr<::sent form o f de \ ·~ ·!opm~n t mon.: closely, the 
ne w systo:rns a re prim:!r ily associated with the future 
stru cture of th.: :irt:a a nd f.:il!ow the future d:: velo p me nt 
pat tern.:; of UCi.:\ as envisJgcd by Al te rnative 120. 

T he metropoli tan gu idewa ys, serving sm.'.lll or la rge 
dua l-mode veh ic les movi ng uf' de r auto matic control, 
are intended t.J serve .!orig intrau rban tr ips at high 
speeds. T hey therefo re fall in t he cate~ory of metropoli-
tan systems, toge ther wi!h th::: convention al urban free-
ways and e·xpressways . T hey are buil t o n a 6 by 6-mile 
basic grid . De \:iations fro m the gridiron . configuration 
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Elaboration of the Concept-Plan 

were necessary in the area of Detroit itsdf \\'here align -
ments of existing major facilities have been followed. 
Closer spacings were also necessary in the central parts 
of the Detroit and the new twin urban center areas tb 

achieve better service and to avoid unreaso nably high 
person flows . These spacings were d<::termined accord-
il1g to the rcs.ults of the pre\·ious runs of the transpo rta-
tion mode l. 

The future regional system is cnvi,agcd as a high-
specd ground trans;:iort sy'\tem (HSGT) b:isic:illy serv-
in g the connections of urbn.nizeJ areas with each other. 
H owever, it is expected th:H in the iarge mctropolit:in 
areas of Detroit a nd the ne •.v twin urban center tl::: 
regional systen1 may also ¥: c:~ long lntr3n11.:tropo!itan 
trips, connecting points which arc favorably located near 
the st:itions of the rc-gional system. The s;,·stem is built 
on a.n 18 by 18-mik grid: regiona l connections were 

provided th rough the high-speed ground transport sys 
tern where justified by the prc:vious runs of the: tran,r .:i ~ 

ta tion modd as well as alo 11g the north-so ut~ anJ r ~. ! 

two c:ast-west national :i.xes. These conr,ections, rcg;irc -
less of the pe rson flows they se.-ve, are justified c:; 
applying broad intdregion:i. i and nation:i.l criteria. 

Center systems in the year .2000 ,,.·ere ass:!rncJ l <' 

serve the 1mjor activity areas o f the: CBDs of Detr.' i: 
ar.d the ncv.· t\;;in . urban center \\'here high voiuJnes 
short_ local trips arc expected . 

Th e Overall System 
Types of Facilities ar1d Their Uses 

The v:i.rious conventional anJ future tr:i.nspNt:.:i o ., 
means mentioned in the previous sections a nc 1 :;._.:~ 

main uses as cornponen ts of the overall land transp•! f1a-
tion sy~tem of UDA are given in T able 43. 

Table 43. Types of Transportation Facilities and Their Uses, UDA , 2000 

Length of 
UDA Average 

netwo rks running Type o f vehicle Use v.ithi n 
tested specJs con' en tionJ I IC) urbJni zed u~e outside 

Tyi:'e .of facility Description (mi!es) (mph) .or future (F) arc.:as urbanized irC'!S 

Center system HisJ1·sj:'ecd conveyor belts or small 12- 15 i= Short trips an·d 
automated c:Jrs at close spacing access in maJo r 

activity cen!ers 

Local system Local, collector and arterial roids 2~25 C o r F Short trips and Short tr ips and 
similar to the present one~. serving access access 
conventional vehicles o r dual-mode 
vehicles· un.der manual control 

Urban expressways Similar to present ones serving l,153 45-50 c Long high-speed 
convc:ntional vehicles -trips "'ithin ur-

banized areas 
along heavily 
tra ·;cfcd major 
co rr idors 

Urban freeways Si'milar to ·present ones serving 931 60-80 c Long high-spec:d 
convc,;tional 'eh icks trips ·within ur-

bani zed a re as 
along heav ily 
'tr;l\cled major 
co rr iJots 

Mettopol itan Automated guh.kways :.,,·hde dua l- 1,820 7~1 00 Lon;: high-speed 
.guideways mode \'Chicles run. w:ider autornatic trips within ur-

conlrol wi thout stoi:rs -bani1cd af.cas 
along heavily 

• tr.I \clcd major 
corr ido rs 

Rur:il h ighways Similar to pr6ent ones serving 5,5.76 35-4.0 c !rips in rural 
conventional vchic.les are:is 

Ru.nil freeways Simibr to pre<ent ones servi:ig 1,337 60-80 c Trips in rur~l 
corivention2! vehicles arc.:sc;. a!c1n:; in.Jin 

axes 

R.egional HSGT High-six.ed _grou nd transpo'rt 815 i5{}-250 F Very long trii:;s Tri p~ in ru ral· 
within majo~ areJ s ~1,,no; 
metro politan heavily tra,ckd 
areas major corriJNS 
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Typical route> on the O\erall system arc illustrated 
in a sch..:matic ,\:iy in Fig. 28 l. Tri rs origin:iting in rural 
arras with destinations in urbanized are-ls car:i be made 
in a conv..:ntional \\:hide u,in; the con,..:ntional ne t-
work throughout the trip (Fig. 281 ,\) .The section of the;: 
trip,, ithin the urbanized an: a c:inbc mJJ.:: on the f1.:~ure 
s\·stcm. !n tflis ca.sc the travder will leave his convcn-
ti,,1u! automobile at a statipn of the future system and 
co:Hinuc his trip on future tran>pon::tion m.:::rns until he 
reaches the s:irni: station :i.gJin on his return trip . 

Trlp:; ·sith beth o r'.gins ~nJ dc.itin:H~o:i~ \\:ithin the 
s;.imc urbanizc:d area can be made usi(lg either the con-
,·i::ntional or th::: future mc:ails throughv ut the trip. The 
possibili ty e:\.i sts, r,owever, of using a CLlmbination of 
both syst~ms CX3:Ctly as in th ..: c~ ''C' of tri p bct\~'CL' fl a 
rural and an urbanized area. Thi; combin:uion is most 
probabk for lon g tri ps whc~e the. use ·of the regional 
high-speed ground tra nsport system n~ay be attracti\e in 
sp ite of the inconscnience caused and the time spent in 
cha nging systems (Fig. 28 l B ). 

As a rule, trips originating in ur banized areas with 
destinati ons in ru ral areas will be made by conYentional 
means (Fig. 28 l C). Trips by new means cannot be c0n-
tinued beyond the fringes of the urbaniz~d area without 
a change of systerr. since the future systems in the ye ;ir 
2000 will co,·er only the mJjo r urb:tn ized area s and 
their intercon nections. 

There. will be various p<)ss iblc combinations of 
transportation means other than the typical ones. llow-
ever, these e:\cept ions will be comparati\.c!y few in 
iel:l.tion to the to tal number of trips. 

Speeds 
In -light of the con1parisons of' assumptions per-

tJining to spc..:d , two sets were co ns iJerc<l for the year 
2000 in the final run of the ·transportation mo&!. They 
were meant to represen t limits within \d1ich the actual 
speeds for the year 2000 would moq prnbably be in-
cluded. The high -spe:::d set corresponds to the high-
spced assumptions made to date for the UDA study, 
v. hile the low-speed se t rep resents mor:: cons<:rvati>·e 
vie\~·s regarding the development of hew tr:lnspo rtation 
means and the improvement of present on..:s. The aver-
age running 5peeJs of the two sets a re given in Table 44. 

Speeds on the higher o rder conventional facilities 
\\ere assumed, especially in th.e high-speed assumption , 
to be higher than the present ones as a result. of expected 
improvements in the veh icles a:id facilities. Further-
more, the introduction of new means will relieve the 
conve ntiona l system of high pressures, allowing better 
functio ning resulting in fogher speeds. 

Elaboration of thtt Co11cl!pt-Plan 

fig. 281 Typical Rout es Through Conventional 
And Future Transportation Means 
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Table 44. Assunied .-1 vera:;e Running Speeds, U DA, 2000 
(mil-es per hour) 

Typ<; of fa::ilit_?· 

Cen ter system 
Lcx:ahy-;cem 

UrbJn e:c.pre -. ~·.v:iys 

Urban free-.,ays 
~fr:rro p<? ii!Ji-t g·J.idc·.\3.ys 

·Rural high"-3Y> 
Rural frcc"-3YS 
Rc gional -":!t'.onal HSGT 

·~ote: l:"o~-uny. Tra-u. f~r .it 1peeJ. · 

H igh Low 
assumpt.ion assumption 

15 12 
25 20 

50 45 
80 f,(J 

100 70 

40 35 . 
80 60 

250 1 appro~ . 150: 

:crui1in-, tpccd :.so m1k:s per hoyr. Av~:asc: runn i11~ sPce'c! .dcP·cr.d ini 
on ipacio g o( \t.i:16n.s. 

Trans/a anJ Tum Times 

A ve ra ge running speeds do not take into account 
the t ime needed for transfer and change of direction. 
The respective as.sump: ions for est im:i.ting a verage per-
son delays \\fo~n cha nging transportation systems or 
when changing d irection or line within the same system 
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Elaboration of tlie Cor.cepi-Plan 

have be<.:n computed for every combination of means 
and inserted in the transpo rtation mode l. 1 

Time sper:t in tra nsfers or changes of Jirectio n has 
bee n categorized as \\alking, waitin:; and cruising time 
in o rJe r to work o ut estimates of.time costs, using diffe r-
ent time values for each catego ry. \\'hen comp ut ing 
overal l travel times, walking times have been multiplied 
by 2 and waiting times by 2.5 to express the inconven-
ience involved in these ca~cs. The abo-.·e fac tors comply 
\Vith th e tiinc v::i!L!e figures :drc~Jy used in s;rni1ar 5tud-
ies: and c:lerived from previous wo rk. 

Modal Split 
For 3. ccrt.::iin trip, the potcnti:l: tra vc ;(:' hJ.s to sr.:lcct 

the mo>t ;:;,ppropriate of the various transport;:i.tion 
means av::iibble. The choice of the conventiona l me:ins, 
the future me::ins or a combination of the two will be 
affected by v.arious fa;:tors rcbtc<l to the charactc ri5tics 
of the tr ip, e.g., tri p purpo->e, time of day, etc.; the 
characteristics o f tb.e travekr , e.g., ir.come , car owne r-

. ship, etc.; and the ch:i racteristics of the transportat io n 
system, e.g., tra ve l time, tra vel cost, travel distance, 
comfort, convenience, etc. 

The available statist ical da ta and the various pres-
ent modal spli t techniques r<:fcr to the exis ti ng conven-
t ional tr:rnspor ta tion means, co mpari ng the private car 
to the pubric tran si t syste ms. Stfch data and techniques, 
because of changing travel habi ts, are of only limited 
ass_istance even in attempting to predict modal split pat-
te rns fo r the same means in the year 2000. They are 
much less usefu.1 when, as in this case, new means of 
transport are c::onside red. 

Any sophisticitcd moJal split technique baseJ on a 
large number o f varia bles will have no meaning when 
referring to future trans po rta ti o n means because the ac-
tual characterist ics of the means and the corr~sponding 
behavior of the tra velers are extremely difficu lt to pre -
dic t. A simplifi ed procedure based on the rncist well -de e 
fined and i_nfluentia_l modal split factor, i.e., the ·tr•n'.el 
time, was developed and a pplied as a fi rst approxima-

. tion in al!Cicatit1g the to tal number of potential person 
trips to each one ·of the tr:rnsportation systems co n-
sidered . 

Acrnrdingto the most co-mrnon.typlcal routes ( Fig. 
281), two basic transport:.i t ion groups we re con~ideted. 
separa: te1y in the modal spl it procedi..t-rc: 

1"El:iborat io n o f the Land Tr.ansportJtio n Systerri of UDA,'' 
DO!ti:idis Associ:ues <DOX- USA-A 701 .. 0crob<:r 1969, pp. 51-54. 

'StJnford Re5tarch _I n>titure. Fu.rure u;ban- Trair<porta tfon 
Systerw: Descriprions, £.-aluarions, and Progran1T; p. 84 . 

236 

• Gro11p A: Con ventional transportation system 
plus regior.al G1;d center systems. This grot;? 
serves all movements carried out through con-
ven tion:.i l vt'.hicles, poss ibly in combination \\it1 
the r cgion:i.l high -speed ground tr:in srort s:, ;e1a 
o r \Vi th the center >ystcm . All types of mo\·cment; 
can be carrid ou t through th is group of trans-
portatio n facilities . 
Group B: Fu ture transportation systi'1n p!usfeEdcr 
conre111iana! >ystem. This grpup serves all movc-
menrs carried out through the <lu;rl-lnode ver.:- . 
clcs, possibly in cor.1bination \\ ith the corn<:;;-
ticna! sy::~crn_, the rc.~ional high- ~y:~-d grou::d 
t ran-.purt system and the center s;.·stem_ Th!s 
group is in tended to serve mo\·cmt:!HS \\ith one 
or both ends in urbanized areas. Ail trips \\ith 
both ends in rural areas are ·assigneJ lo Group 
A. Thus, routes :J.:tween rur::.l area,, u ing th.: 
met ropolitan guide\\ays to tra \·crse an ur ban 
area, were excluded. 

Tri p:; between two points were assumed to ix ap-
_portioned bct\\cen the two groups , depcr:ding on the 
ratio and dirference of travel ti me-; . The curves shown iri 
Fig. 282 were deve loped from the presently used mod:!! 
split curves3 by making the additional ass~1npiion that 
if all factors influencing modal split, except those. n-
pressed by t ravel tim e, we re combined, their con1posire 
effect would not ha •.'e played any significant role i:i 
modal sp lit. f'or this reason a -S0 / 50 split \\:IS assumn! 
in case of equal times . 

The minimum travel paths and travel times bctwc~:1 

any two points were computed sepa rately for the tw.:> 
groups and an average trave l time, weighted acco rJ ing 
to the pcrcen ta;;e distribution given by the: moda l spli t 
curves, was computed and used in the population distri-
butio n :.ind trip dist ri bu tion procedu res. The stud y uni:-
to.,,study unit tr ips deriving th erefro m have been :.ipr0r-
tio ned subsequently betwe~11 th€: two groups, folk'" i:i~ 
the moda·I split cu~ves, and then ass igned to the cor-
respo nding minimum travel time paths. 

Trip Productions 
The a ssumptions made fo r trip production in :he · 

whole UD..\ in the year 2000 are summarized in T;iblc 
45 w here the correspond ing fig ures deriving Froin th.: 
transpo rtat ion surveys conducted in 1953 an<l 1965 for 
the Detroit a rc:.i a re aiso shown. 

'U.S. D cpartm'cnt of Commerce, Ou rc:au of P11ofi.: RMJ'-. 
'Office cif Pbnnin!O. -:>facial Split : DCocttmentarimr of Nim• _\f,·rli••1' 

. for Errimaring.Tran.sit Usage, Wa; h ington, b .C., IX-.:cml'<:r l'lt.6 . 
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Fig. 232 

Modal Split Curves • UDA • Year 2000 

I 
I .. 
I 

Tra,el Time Ratio~ Time Via Group A 
Turic Via Group B 

Tobie 45. Trip Production Rates, 1953, /91)5 and 1000 

A'cra,;e daily nur.1ba of internal trips per pason 

195.Jt 1965 ' 1000 
(J..county area) (7-counry area) (37-coun!y UDA) 

Trip purpose 

Work 
Shopping and p.:rsonaf· bu>incss 
Social, rc><:rca tio n, schC'ol, eat meal 
Non-homc' b:iscd 

Total internal trip> 

Numbe r 

0 .59 
.0. 30 
·o.J-9 
0.36 

l.64 

';~ of rota ! 

J6 
18 
24 
22 

roo 

Nun1be·( CO of to tJI l"umb<:r · ';;, of tot '11 

OAS 15 0 .50 20 
0:10 30 0.65 21\ 
0.54 24 0.85 34 
0.49 21 o.s:o 20 

2.21 100 2.:So ' [()() 

~Otc: : t ~1 K:hi ,;:tn- S;:~1:: H 1~w1'); P.,: p-;:i;rtm~nt , c"t . .ll:. Qd,°"f :'. ;etr'.i:''J{i !<;'n· -~"f' -!' IJ TriJ,:Ji<: Stud; , P.~ rt I. J u ly -~_95 5 . 
tSe_uthe;.ut ~l 1ch 1 ;;:in:Covnci l of G o .. crnrnent.\ (_SE:. ~tCOG 1. t hr_ouo;h its 1p.:c.i:i l -p-r-6 1ect . the o ·ctroit ~o:..:io naf r i'.2 r.i.;i..,or;.i,ion :t :-.C La_n4 L' ie Study (T ALL'S). Gro ..,th 

Chmt,~~. and a Choie< fw 1?9'J: Pr~!i.m:'ncry Pfu tr~ S;;"!.h~~ t .\ficit:.;an, Volume:: I. 'Au &U-~t 1 9~?. 

The year 2000 work-trip rate was detdrnined .on 
the basis of the ass-urnption that the number of trips per 
em ployed person will be L30, i.e ., the same as in l 965. 
The sho pping a nd persona l business trips per person 
were slightly decreased froi11 the 1965 figu re, taki ng into 
consic!era!ion that the need for such trips will be re-
duced; first, bec<:1use of improvements in the di stribution 
system of re.tail goods and because of ad~-anced forms of 
communication, e.g., facsimile rep roduction ,_ closed 
circuit television; and second,-becausc.better organ ized 

!oca.l corn1nuniiics \~i.ll increa::ie the. se(vrces p rovi-ded 
with in walking d is tai--.ce . Sociai- rccre:ttion-schoo l trips 
.ve re, howe\·er", inc reased considerably in co ntinuatio n 
ofprc5ent trcn<ls. 

Tr:ip A !tractions 
The as5umptions made 1 co-ncern inz th<:. pa ramete rs 

determ ining the t rip attractio n force s for each pu•pose 

''' Elabo rat io n .of the land Tra r,;po(t3(ion Sy,tem of U DA," 
Doxiadis Associates WqX-liSA-A 'iOJ, <A:tobcr 1969, pp. 63-65. 
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Elaboration of tl:e Concept-Plan 

le;id to the foUowing fo rmu lae 1>.hich were used to com-
.pu re person trip attractions for each purpose: 

H ome-based wo rk trips= 1.302 X tota l employ-
ment 

H ome-based shopping and perso nal business = 
2.239 X employment in services and agriculture 

H ome-based social, recreation, school, eat meal = 
0.661 X popufation + 0.938 X employment in 
services 3nJ .:ig.r!cutture -r 222.3 X park area 
(square mi)<:s) + 0.953 X universities' and large 
colleg-::s · 2 tt .:·nJa nee 

Non-h ome-basc.J att ractions = 0.25 X total home~ 
b3sed attractions for the orhc:· three purpo;)es· 

Travel Times 

It has been assumed th;it the ma.\imum traveling 
tiri1e, in excess o f which travel within UDA will be 
negligible, will be equ:il to 35 and 45 minutes for the 
high - and low.-speed a ssumptions, rcspectivdy. The 
areas reached within this ti me from the Det roi t CBD 
and the new twin urb:in center are illu strated in Figs. 
283-286. The areas covered by the high- and !ow-speed 
a ssumptions will be almos t idc ntical. Th is confirms the 
hy pothesis t:1:it people will ~ake advantage of tl;e higher 
speeds to reduce tra vel time rather th an to increase trip 
lengths. 

· ·· .. 

·1 
I 
! . 

I 

I 

~ ·------



l · 

L.: .. 
1 

1 
I. , 

~L_, 

j 
I 

l 
L: 

~ L 

L 

' I 

Fig, 332 

Major 

JOO 

. . Network • Transportation 2000 UDA . Year 

I 
I 
I 
: 
I 

I 

I 
t 
! 



l 
l 

j 

! 

I: l 
' 
; 
! 

I ' 
~L 

! 
1 

l J 

i 
l 
l 

LI 
l 

_L } 
! • Lj 

Li 

' t 
f 

-: 
.... 
~ 

The 

'-_, 
..... ,, 

... 
356 

-.,...--~ .. 

f 
i 

' ' 1 
\' 
t 

l 



V. LONG RANGE TRANSPORTATION PLANS 

A. SPECIFIC GOALS AND OBJECTIVES 

The first section of this chapter deals with transportation objec-
tives and standards. This discussion, however, is within the 
framework of the broader statement of goals and objectives which 
appears in Chapter III of this report. 

The regional transportation system must be designed to serve the 
transportation demands currently generated within the region; must 
be capable of handling the transportation requirements that will 
be generated by the future land use plan; and must also aid in 
shaping patterns of regional growth and development along the lines 
of the recommended land use plan. Transportation must be the ser-
vant, rather than the master of regional patterns of growth and 
development. 

To accomplish the first of these ends-to serve current demands-the 
transportation recommendations included in this report are designed 
to relieve the existing deficiencies in the highway transportation 
system through completion of those highway facilities under con-
struction or committed; and by improving the level of service cur-
rently offered on the region's public transportation system. 

The second general goal-to provide service to meet future demands-
will be accomplished by implementation of the transportation 
recommendations relating to highway facilities needed beyond the 
1975-80 committed network; and by providing the substantial public 
transportation improvements recommended for the regional bus net-
work and for the introduction of a rapid transit system in the 
region. 

The third of these ends-encouraging desired future developmental 
patterns-has been the basis upon which many of the post-1980 high-
way recommendations have been made. To some extent, these recommenda-
tions are required by existing and predictable patterns of develop-
ment. But in other instances, new facilities and substantial 
improvements in existing facilities are recommended in order to 
stimulate development in particular parts of the region. These 
are generally related to the "new towns" proposals in the pre-
liminary plan. In other cases, the use of transportation decisions 
to affect developmental patterns will be negative in character; rec-
ommendinq the l imitation of the number of points of interchange on 
a freeway which penetrates potential recreation lands in order to 
decrease the urbanization pressures that would otherwise result, 
or by timing the construction of transportation facilities in order 
to affect the timing of development. 

Our public transportation recommendations are designed to affect 
developmental patterns and to achieve social goals. The corridors 
served by the rapid transit system generally serve low-income areas 
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at the residential end and areas of high employment potential at 
the other end. The areas between the terminal points are fre-
quently low-income, low-mobility areas as well. To this extent, 
the provision of a high level of public transportation service 
serves social ends as well. Additional non-transportation benefits 
which we can expect to accrue from the provision of an extensive 
public transportation system are greater opportunities for in-
creased levels of employment and commercial activities in the 
older downtowns served by the system, encouragement of high-intensity 
development at transfer and loading points, thus generating a less 
wasteful and scattered pattern of development throughout the region, 
and improving the level of mobility for the young and old who live 
in areas that will be served by transit. 

Within the framework of these and other broader regional goals 
and objectives, this section deals with more specific objectives 
and standards for transportation. 

Good transportation, can be defined as an integrated system of 
TaCflities that provide successfully for the movement of people 
and goods with a minimum of delay. Both private and mass trans-
portation must be provided. Good transportation can be achieved 
only with adequate facilities placed at optimum locations. 

Increasing accessibility widens the choice of residence and work 
opportunities. For employers, this means enlarging the size of 
the available labor pool: for the employee, a broadened choice of 
job opportunities for his skills, because ·existing and new areas 
would be brought within reasonable comnuting time. Good trans-
portation will increase the mobility of people affording greater 
opportunities to avail themselves of a wider selection of goods 
and services. This will increase both the volume and variety of 
demands for these goods and services. 

Good transportation is safe transportation. By eliminating 
congestion and reducing conflicts among vehicles, it reduces both 
the enormous costs of policing traffic and the human and financial 
costs of traffic accidents. Good transportation must be capable of 
safely moving a large number of people in a short amount of time. 

Good transportation is essential to the welfare of a metropolitan 
area. It then becomes a matter of identifying the most desirable 
means of achieving this end. To achieve this end, the following 
major criteria must be reviewed: 

A combination of all appropriate facility types and 
routes must be selected in order to satisfy total 
transportation requirements, within the constraints 
that people still have a choice of mode . 

• The total pattern of transportation facilities must 
be so integrated that each type is most efficiently 
used. 
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• The economic justification for the extent and types 
of transportation facilities provided must lie in 
the accessibility, safety, economy and consistency 
with braoder regional goals of the total transporta-
tion system . 

. The amount of land required for circulation facil-
ities and the storage of vehicles must be minimized-
especially where land costs are high, and substantial 
demands exist for other types of activities. 

In formulating a solution to the total regional transportation 
problem, the appropriate roles of automobiles, buses and rail 
rapid transit must be identified by comparing the ability of 
each to best meet the needs of the travelers who create the 
over-all demand for transportation. Travelers can initially 
be classified into three fundamental categories: (1) Those to 
whom a private car is not available and who must use public 
transportation; (2) Those for whom no other transportation will 
do; such as doctors, trave l ing salesmen, service industry work-
ers -- the entire category of those for whom the sustained use 
of the private motor vehicle is essential in their daily busi-
ness. Also included are operators of trucks and other corrmer-
cial vehicles; (3) Those to whom a private car is available, 
but whose requirements are simple round trips, such as home-
to-work-to-hane or home-to-shopping-to-home. These last have 
the option of choosing either their private cars or public transit 
if available, depending upon the levels of service provided, and 
the relative importance the trip-maker attaches to cost, con-
venience and flexibility. 

1. Requirement: A Regional Freeway Network 

Currently, the majority of trip-makers in the region fall 
into the second and third groups; people whose travel needs 
require the auto; and people who choose the auto because 
available public transportation is not satisfactory. An 
extensive and effective highway system is the first re-
quirement in meeting these transportation demands. The 
known size of this group makes essential, as the first 
transportation requirement, a regional arterial highway 
system based on an extensive network of freeways. Con-
struction, programming and planning of such regional free-
ways in the Southeast Michigan area is already well advanced. 
Plans to carry these to completion and supplement the system 
are strongly supported. 

In measuring the ability of highways to meet the full de-
mand for urban and interurban transportation, the level of 
highway service is not the single determinant. If highways 
are to function successfully, terminal facilities such as 
bus terminal and auto parking facilities must be so located 
and connected by high-capacity feeder streets to the arter-
ial system that traffic flows freely to its final destina-
tion. 
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Home-based work trips comprise almost 25% of all weekday 
travel. The concentration of these trips during the morning 
and evening peak hours critically taxes highway facilities 
and periodically overwhelms local distribution streets and 
parkinq or bus station facilities in major centers of employ-
ment and commerce. This phenonenon is observable twice daily 
in the rush-hour congestion on city streets and freeway 
approaches in major urban centers. It is evident, too, 
in the seemingly insatiable demands for parking. 
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PRIVATE 
AUT~OBILE 

TRANSIT BUS 
(50 Seats> 

RAIL-RAPID 
TRANSIT TRAIN 
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Table V-A-1 

) 

PASSENGER CAPACITIES PER LANE OR TRACK* 

) ) 
I 

Based on "Capacities and Limitations of Urban Transportation Modes", 
Institute of Traffic Engineers. Washington, D.C., 1965 

Vehicles Per Lane Effective Passenger Capacity 
Facility per Hour at Averaoe Occuoancv Rate of: 

I .25 1.75 2.00 

City Street, Design Flow Rate 600 800 1,050 1,200 
City Street, Capacity 800 1,000 1,400 1.600 
Freeway, Oesiqn Flow Rate 1,600 2,000 2,800 3,200 
Freeway, Capacity 2,000 2,500 3,500 4,000 

Vehicles Per Lane Headway Effective Passerger Capacity 
Faci I tty per Hour CM in) at Averaae Loadino Ratio of: 

100$ 125i 15oi 

City Street 60 I .00 - 3,750 4,500 
City Street 90 0.67 - 5,750 6,750 
City Street or Expressway 120** 0.50 6,000 7,500 9,000 
Freeway 180** 0.33 9,000 - -

Type of Train Trains per Hour Headway Seated Passenger Capacity 
CM in) 

6-Car Train 20 3.00 9,600 
(80 Seats/Car) 30 2.00 14,400 

40 I .50 19,200 

I 0-Car Tra i n 20 3.00 16,000 
(80 Seats/Car) 30 2.00 24,000 

40 I .50 32,000 

~ *One direction. This table provides the elements necessary to determine the number of persons +na+ may be 
:Ji accommocated oer facility. This table considers capacity only. A more comolete comparison mus+ consider 

demand and level of service which reflect convenience, f lexibi llty of use, comfort and many other ~actors. 
**Cao~city would be limited by design of bus turn outs and type of operation. 
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Table V-A-2 

) 

TRANSPORTATION SYSTEMS - COMPARISON OF CHARACTERISTICS* 

ITEM OF COMPARISON 

I. For moving workers to 
and from CBD. 

2. For workers traveling 
on business 

3. For movement of goods 

4; For recreational travel 

5. Coverage of area 

6. Travel time, door-to 
door, non-CBD trips 

7. Travel time, door-to-
door, for CBD and large 
employment centers 

8. Vehicle comfort 

9. Effect on CBD 
development 

PRIVATE AUiOMOBILES 

Requires expensive park-
ing or long walk at CBD 

Essential 

t.ssentfal 

Essential tor travel 
outside city 

Comple~e, with freeways, 
arterials 

Best for most non-CBD 
trips 

Good to poor, dependent on 
congestion, distance to 
parking 

Excellent-private cars; 
driver cannot relax 

Requires parking and would 
be impractical as only 
mode in large cities 

BUS RAPID TRANSIT 

ExceJ I ent for workers 
living near i ines 

Not satlsfactori for 
most such trave! 

Not sa1~sfbc~~r) f0r 
most gccds 

Net sa~lsfactory in 
most cases 

Good ir. IT'edi~m-density 

areas - prov: des own 
feeders 

Poor except for trips 
along I ines 

Good for trips from 
zones near shops; 
fewer transfers 

Poorer, with less 
smooth opera-tion 

Requires much more 
space than rai I-rapid 
transit, for central 
area loading 

) 

RAIL-RAPID 
TRANS IT TRAIN 

Exce I I ent for 
workers living near 
I ines 

Not satisfactory 
for most such travel 

Net sa-risfactcr-.f 
for mosT goods 

~ot satisfactory in 
most cases 

Inferior in low-
dens i ty a r·eas 

Poor for most +rips; 
requires transfe~s 

Good, fer those trips 
from zones near ~ra~
sit s~atlons only 

Superior, with pass-
engers able to read 
newspapers, etc. 

Permits more compact 
development by not 
requiring parking in 
CBD 

*Prepared by Parsons, Brinckerhoff, Quade & Douglas for Metropol !tan Transit /l,uthority of 
Maryla~d, Baltimore. 
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.Pl an~ i n_g_!De ~1~.~'!.~PQ.!:!a t !.0!!._~y__?_t~nis 
The development of the 1990 TALUS transportation plan was based 
on a number of factors and considerations including recognition 
of existing transportation systems, both hiqhway and transit, 
present day travel characteristics and patte rns, a measure of 
the existinq transportation deficiencies, and the volume and 
spatial distribution of future travel demands in response to 
the land use plan. Previously, attention was directed toward 
deficiencies of the existing transportation system. The future 
transportation plan is intended to overcome these deficiencies 
as well as serve future requirements . 

The 1990 land use plan is a crucial element in the determination 
of future transportation requirements. The land use plan defines 
the location and magnitude of the future population, employment 
and activity centers VJhi ch are the basis for future year travel 
patterns. Thus the sum of present year deficiencies plus future 
year demands represent the total needs which any future year 
transportation sys tem must meet. These two elements identify 
the additional needs of transportation facilities. 

The planning of a high1t1ay transportation system must begin vJith 
the existing, under construction, committed, and previously plan-
ned facilities . This infonnation was obtained from the Michigan 
Department of State Hiqhways, the seven county road commissions, 
and the City of Detroit. Incl11ded are extensions of existing 
highways, major street improvements, and construction of new 
facilities. These facilities reflect decisions made prior to 
the TALUS recommendations" An examination of these facilities 
at the regional scale shovJs th.Jt in most instances they represent 
facilities clearly required to meet existing or predictable de-
ficiencies and orovide continuity and completion to existing systems 

The development of the transportation plan was closely interrelated 
to the development of the land use plan. The process by which the 
transit and high\'1ay plans have evolved are discussed below 

Development an d An~lys is Procedl!.ce of Hi_gh\vay Alternatives 

As stated earlier, the basis for any future hiqhway plan must be 
the existinq and committed road system. This system was in fact 
an input into the reqional qrowth model developed for this area, 
for use in detennining accessibility to the land areas throughout 
the TALUS Study. The 1965 transportation system was also an in-
put in the development of preliminary alternative land use schemes , 
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Various land use plans were matched aqainst existing transporta-
tion facilities in a prelimina:ry effort to relate levels of activ .. 
ity to highway facilities _ Dur\ng this process, first five alter-
native growth plans and later a single growth pattern was selected 
This land use plan was successively refined and is the basis upon 
which the highway and transit plans presented here were developed 

With the given 1990 land use plan, two alterrative highway 
sys terns were developed for test 1 ng purnosed .. These networks 
are defined as follows: 

• ]990 T~st ~j__9.h\'1_~ ___ .0et\'1Qr~~ - A minimal hiqh\'1ay nlan 
which rilites cTosely to existing and planned levels 
of freeway and a rteri a 1 f acil iti es as detenni ned by 
local and state highway officials with minor adjust-
ments related to the rreliminary 1990 land use plan. 

, }990 Test ~jgh\~.~L~~tv1_9-~!.JJ. - A maximal highway plan 
wniCfilnC1uaes most of neb-Jork Plan I plus substantial 
free\'1ay f aci i iti es that have been identified as appro-
priate with the 1990 preliminary land use plan. 

The purpose in developing two initial alternative test highway 
networks is to provide a means for subsequent selection of a 
final highway system . The evaluation and testing of two or 
more test networks allows the application of comparative anal-
ysis techniques to the selection from among highway or trans-
portation system alternatives. The ti'JO test highway net\'1orks 
which have been prepared for testing represent as wide a 
range of highway system differences considered reasonable. 
Test highway system I represents what is considered to be a 
minimum highv1ay plan based primarily on present construction 
and planning trends, whereas test highway Plan II represents 
a more extensive sys tern of f reev1ay f acil iti es that re 1 ates 
more closely to the 1990 land use plan. Specific corridors 
have been identified where additional facilities, beyond those 
described in test highway network I have been defined " The 
total highway facilities contemplated in network II can opti-
mistically be considered to represent a maximum level of high-
way construction activity throuqh 1990, 

These two networks ~\fere sub.iected to an evaluation f)rocess aimed 
at developing and selecting an interim highway plan, This eval-
uation process consisted primarily of the following elements: 

(1) An evaluation of each system's capability to adequately 
serve the preliminary land use plan. In this step the 
configuration and capacity of each system was reviewed 
against the pattern of major land use elements to deter-
mine the degree of adequacy in serving those elements 
and the degree of compatibility of each system with 
those elements. 
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( 2) A detenni nation of the degree to which each sys tern met 
both the overall study goals and objectives and those 
specific objectives and standards related to transportation . 
This of course involved the judgemental trading off of the 
positive and negative aspects of conflicting objectives and 
standards, a requirement of any plan selection process . 

(3) An estimation of the cost of each alternative and an assess· 
ment of the capability of the reqion to support the plan con-
sidering the recent past history of expenditures for highways . 

(4) A gross assessment of the ability of the plan to accommodate 
the expected level of travel demand. Unfortunately, time 
limitations permitted complete testing through the assign-
ment of forecast travel patterns of only the selected interim 
plan. The selection of the plan, therefore, relied on a more 
gross assessment including overall levels of future trip making, 
anticipated regional vehicle-miles of travel reflecting changes 
in trip length, and an evaluation by major corridor of increases 
in capaci~v aqainst current and anticipated future travel 
desires. 

(5) An evaluation of the degree of compatibility between the high-
way plan and the concurrently developing transit plan. Modern 
rapid transit systems rely heavily on the capability for con-
veniently changing mode which in turn calls for provision by 
the street and highway system for extensive and adequate feeder 
bus service and station access by private automobile. Also, 
the region-shaping effects on both hi~hway and transit systems 
ranging from area boundary fonnation caused by major highway 
facilities to changes in accessibility of various parts of 
the region afforded by both systems must be checked for mutual 
compatibility and, again, for reinforcing the spatial develop-
ment goals called for by the land use plan. These aspects 
were also evaluated in the selection process. 

The result of these five evaluation elements was the selection of 
a recommended interim highway plan. TALUS work plans call for 
additional assignments and testing of refinements and modifications 
to this interim plan preparatory to recommending a final plan 1ater 
in 1969. These refinements and modifications will reflect 
both changes \vhich may be made in the preliminary land use plan 
as well as comments and ideas obtained through an active interim 
plan review process to be undertaken with officials and interested 
citizens of the region. 

Development and Analysis Procedure of Transit Alternatives 

In contrast to the highway plan, the development of a future tran-
sit plan is much less dependent on the present configuration of 
the transit system, since the present system is virtually all 
bus and therefore much more flexible and capable of change. 
However, the 1990 transit plan must be based on a thorough under-
standing of the existing system and its usage characteristics. 
Further constraints in the development of the transit plan in-
clude applicable goals, objectives, and standards of the overall 
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planning effort, the 1990 preliminary land use plan, and the co-
emerging highway plan. 

In similar fashion to the highway plan development process, two 
alternative plans were initially conceived in such a way as to 
"bracket'' a reasonable expectation of a recommended plan. These 
two alternative plans were: 

1990 Test Transit Network I - representing a minimal 
transit plan for the future. This plan comprised an 
all bus system consisting of local, express, and inter-
urban bus routes operating on the street and highway 
system . 

• 1990 Test Transit Network II - representing a maximal 
transit pl~n for the future. This plan consisted of an 
extensive, 118-mile rail rapid transit system located in 
region's most heavily travelled corridors supplemented 
by a local bus system plus a feeder bus network supporting 
the rail system. 

In many ways the evaluation and study of these alternatives para-
lleled the study of the highway alternatives while in others the 
methods necessarily diverged. Thus, as in the highway evaluation, 
the transit plan selection process included: 

(1) An assessment of each alternative in light of serving 
and supporting the land use plan. 

(2) The ability of each plan to meet the established goals, 
objectives, and standards of the region. 

(3) A determination of construction and right-of-way costs 
although this applied only to the rail system alterna-
tive and, unlike highway costs, could not be compared to 
past levels of spending. 

(4) A concurrent evaluation of the degree of compatibility 
of the highway and transit plans. 

The original transit system was extensive, includinq 118 miles of 
rail rapid transit in addition to bus service. Alternatives to this 
system were developed through modifications which consisted of suc-
cessive reductions in the rail network. These alternatives were 
tested by a comparative evaluation of patronage considerations, tot-
al system cost, the relative importance of each corridor as related 
to the spatial distribution of major elements of the land use plan, 
system continuity and staqing possibilities. The elimination of 
portions of the initially considered rail system assumes that high 
level surface transit operations, such as express bus service, will 
replace the eliminated rail lines. The initial extensive transit 
system and the system which was developed through the testing and 
evaluation process are shown in Figures which appear in the next 
section of this chapter. 
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The transit plan evaluation also included a study of the physical 
feasibility of elements of the most extensive system. This study, 
included site inspections as well as topoqraphical, utility, and 
other map and data analysis is to determine the most appropriate 
means of construction ; to determine feasibility, to narrow location 
alternatives, and to more accurately estimate costs. 

Through these processes, an interim lonq range transit plan was 
prepared and is proposed for adoption . As with the highway plan, 
further testing and study considering changes in the land use plan, 
utilizing new "model" outputs and additional alternatives is nec-
essary for development of the 11 final plan." 

The 1990 projections in the tables above should be regarded as pre-
liminary. The systematic transportation planning process which 
TALUS has employed consists of a chain of models, each providing 
output which becomes input to the succeeding model. These are dis-
cussed in the section on met hodology. The first in this chain is 
the regional growth model, which predicts the spatial distribution 
and the characteri stics of the resident population, of jobs, and 
of uses of land . 

Ordinarily, mon t hs of intensive evaluat i on is required in order 
that growth model outputs can be analyzed in detail and the model 
equations , processing and logic be adjusted where appropriate. 

Time constraints compressed this period to two weeks for TALUS. As 
a result, it was necessary to provide as input to the transportation 
planning stream growth model output which appears to have over-alloca-
ted employment and population to the four outlying counties. Of a 
total of 2.43 million jobs predicted for 1990, 1.91 million are allo-
cated to Detroit and the three central counties and .52 million to 
the outlying four counties. This represents an increase of 346,000 
jobs in the four outlying counties; from 171,000 in 1965 to 516,000 
in 1990 . 

Further analys i s of growth model output, of the interrelated equations 
used to allocate employment and population, and the assumptions and 
logic of the model will yield new model output which will undoubtedly 
reduce somewhat the allocations to the outlying four counties; and 
consequently increase the allocations to the three cent ra 1 counties 
and Detroit . 

This will be particularly true of population and employment alloca-
tions in Detroit . Current model output does not adequately reflect 
the results of "renewal " in the City. Adjustments in the way that 
these policies will be "input" to the model will yield higher pro-
jections for Detroit from future growth model runs and achieve a 
greater degree of convergence as between the policies expressed in 
the plan and the output of the growth model. 

If we assume (and this i s purely an assumption) that as much as half 
of the 1965 to 1990 employment increase in the four outlying counties 
should be re-allocated. the resultant increase in Detroit and the 
three central counties would be sligh t ly more than 8% of the amount 
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now allocated,, The proportionate reduction in the outlying counties 
would be somewhat greater, of course, amounting to about a third 
of the totals presently predicted. This would still mean an in-
crease in total jobs of more than 100% over 1965. An increase of 
this magnitude or greater is by no means unreasonable. Residence 
employment in Macomb County increased from 35,000 in 1940 to 134,0C 
in 1960; and from 86,000 to 147,000 in Oakland County in the same 
period . 

Whatever the magnitude of the "shift" that results from future 
growth model output, however, the direction of the shift will be 
to reduce the allocation in the four outlying counties and to in-
crease it in the three central counties. 

The trip generation model which is described in this chapter will 
also be subjected to further analysis and perhaps some modification. 
The results of the equations which have been employed are rates of 
person trips per household and per person which appear to be some-
what high when compared with results from other studies throughout 
the United States , 

Trip generation model output is thus likely to be modified both by 
changes in the model itself and changes in the inputs to it. The 
new output will thus affect the subsequent models in the chain-
trip distribution, modal split and the assignment models. 

This is by no means untypical of the experience of other studies. 
Ordinarily, however, time is available after initial model outputs 
become available to subject the models to various tests of compar-
ability and sensitivity and modify them as appropriate. These tests 
and detailed analysis are already under way and will be the basis 
upon which detailed refinement of the Final Plan will be developed. 
TALUS, however, is required, for a variety of reasons, to produce 
a preliminary plan at this time. 

The results of the possible modifications discussed above, with 
respect to the 1990 projections in the tables above, will be: 

Trips by purpose: a reduction in the number of assigned home-
based work trips, since a larger proportion of work trips in 
Detroit and areas of relatively higher densities are "intrazonal" 
trips which are not included in highway assignments. A similar 
reduction in the number of "school" and "shop" trips would result 
for the same reason. 

Trips by mode: The number of transit trips would increase and 
highway trips decrease since a high level of transit service will 
be available in Detroit and the three inner counties. The impact 
would be slight overall with respect to highway demands because 
of the magnitude of the base number; the increase for transit would 
be more significant, however, because it would represent a larger 
proportion of the currently projected transit total. This would 
be especially true of C.B.D. oriented trips. 

V-B- 15 



Other effects of such a shift would he to reduce both average 
trip lengths, (especially for "work") and total vehicle miles 
of travel. 

The spatial distribution of trips would be affected as well, with 
lower volumes in the four outlying counties and increases in Detroi+ 
and the three central counties. 

In view of the magnitude of total trip demands predicted for 1990, 
when compared with the capacity of the highway network which is 
recommended in this preliminary report, it seems highly unlikely 
that the reductions would lead to the elimination of any of the 
facilities recommended or would reduce projected demand sufficiently 
to reduce the type of facility recommended to a lm-1er functional 
classification . 

Average speeds over the net\'10rk would also oe reauced, since a 
smaller proportion of total highway trips would occur in those 
areas where freeway speeds averaging in excess of 60 miles per 
hour are assumed . This would be a relatively minor factor in 
reducing average speeds, however, compared to the reductions that 
will be made for future tests in response to the volume-to-capacity 
ratios yielded by the current assignment. 
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THE SELECTED HH1HHAV ANO TRAtJSIT PLAtlS 
·-~ , ~.:-;. ... .,,. ..... _ ,_.., ..,,,_,,...__._,,;.. .... ....-~ .... ---. 
The !!iqhway Plan: 

Followinq the five basic evaluation elements outlined earlier, 1990 Test 
Hiqhway Network II Nas selected and is recomriended as the Preliminary Lonq 
Ranqe Highway Plan. The Plan is shown in Fiqure V-C-1. For the sake of 
clarity. only those facilities classified as either frem1ays or major 
arterials are shown. 

Any system of streets and hiqhways exists to serve its attendant pattern 
of land uses. It, toqether with any elements of separate riqht-of-way 
public transportation which may be present, constitutes the only means of 
person-travel for trips lonqer than walkinq distance. It is essential, 
then, that the street and hiqhway plan serve to not only reflect but to 
reinforce and fl1rther the desired land use nattern. There already exists, 
of course, an extensive system of streets and t1iqhways in the reqion and 
any rational plan must take full advantaqe of the past investment ~hat 
these facilities rerresent. Rut in addition to dninq so by rnaintainino 
or addinq system continuity and by furtherinq a rational order of facility 
functions, new system additions must reco'lnize the ciuantities and distri-
butional pbtterns of hiqh traffic 'leneratinq elements of the future land 
use plan . . 

It is to be noted the recomMended 11lan is rrel iMinary in nature. F'urther 
study and detailinq of the plan is intended which will consider the pre-
viously mentioned adjustments to the land use rlan allocations anrl their 
resultant effect on travel forecasts as 1·1ell as suqqested modifications 
arisinq frori review by interested officials and citizens of the reqion. 
However, the plan as prorosecJ is considered aderiuate as a basis for rlan-
ninq decisions until these more detailed sters of study and analysis can 
be accomplished. 

Plan Description 

In general tems. the plan calls for a net increase of 348 miles of freeway 
to a 750-mile total. and a net increase of 230 miles of major arterials, 
yielding a 670-mile total in that cateqory. l/hile these two cateqories 
of facilities form thP reqional hiqlH·1ay framework, accountinq for the hulk 
of the hiqhway investment renuirenents over the nlanninri period and accommo-
datinq most of the reqion's vehicle-miles of travel, their construction 
will. of course, imply the accompanyinq construction of additional riiles 
of lower class arterials. collectors, and local roads and streets. 

The plan calls for a number of facilities beyn~rl those proposed by the 
1905 State Trunkline Plan prenared b,v the Mit. 1i1,,an f)epartment of State 
lliqhways. These additions arc required to accornnodate further qrowth in 
traffic volumes in response to the land use plan . In addition, many of the 
facilities previously contemplated must be built to hioher capacity. 

Initial freeway development in the TALUS reqion concentrated on the provi-
sion of radial facil i ties centerinq on the Oetroit central area. As 
freeway construction proceeded outward from the central city, this initial 
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radial pattern merqed with a north-south, east-\1est qrid system of freeways 
to form a combined radial-qrid pattern. A major consideration in 
evolvinq proposed plan additions has been to preserve and fortify this 
basic radial-grid layout. 

Followino is a list of the more important new facilities orooosed hv 
TALUS' 1990 Reqional Highway Plan: 

Vernor-St. Jean Freeway: In the City of Detroit 5.7 miles from the 
existino Fisher Freeway at Gratiot Avenue to the Ford Freeway at Conner 
Avenue. For plan evaluation purposes, a six lane freeway with continuous 
service drives was assumed on aliqnment developed with the Detroit 
Department of Streets and Traffic. The intent of this limited access 
facility is to provide for the continuation of the Fisher Freeway throuah 
Detroit's core area. This facility would provide improved crosstown move-
ment to Detroit's near east side industrial areas while sharino the 
Ford Freeway 1 s function of servino the innermost cross-radial movements. 
Diversion of heavy throuqh traffic frnm the surface arterial network would 
facilitate renewal activity in this corridor as called for in the land 
use and transit portions of the Comprehensive Plan. The inclusion of 
this freeway is in accordance with the Michiqan Department of State 
Highway's 1985 State Trunkline Plan for system continuity. 

Davison Conner Freewaf I-96 to I-94; 7.3 miles of freeway in the City 
o~ Detroit. Relief o the Ford Freeway through Detroit's core area 
while servinq the east and northeast side industrial area is the intended 
purpose of this six-to-eight lane limited access facility. Acting in 
combination with the Ford and Jeffries Freeways, this circumferential 
link provides a freeway tie with the M-97, M-53, 1-75 and Lodae Freeway 
corridors. This critical link in the freeway network would facilitate 
a hiah level of regional accessibility tn the major industrial corridors 
called for in the land use plan while divertina excessive volumes from 
the Ford Freeway. 

M-39 (Southfield) Freeway: I-94 to I-75 in the City of Allen Park. The 
~.2 mile section of existinq Southfield Road was evaluated under urban 
freeway characteristics. A freeway connector in this critical area will 
orovide for looical system continuity with the existina Southfield Freeway 
while easfno movement between the I-94 and I-75 Freeway corridors. 

Metropolitan Airport Connector: 6.0 miles of east-west freeway in southern 
Wayne County joininq existino I-75 with committed I-275. Consistent 
with the plans of Metropolitan Airport for additional terminal facilities, 
this proposed freeway will provide an alternative access ooint to the 
airport activities. · Extensive industrial activity called for in the land 
use plan will be served by the facility. Inclusion of a freeway link 
in this corridor provides system continuity r·ile divertina shorter 
east-west trip desires from the I-94 corridor. 

M-153 (Ford Road Freewah) : An 11 • 8 mile east-west 1 i mi ted ace es s f ac i1 ity 
in mid-Wayne County. T is freeway proposal in the Ford Road corridor was 
based on anticipated arowth in intensitv of land use development called 
for in the Land Use Pl an. The addition of this hi qh capacity facility 
would improve access to Dearborn centered employment and the proposed 
Canton Township new town center. 
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Additional study in this corridor s~muld be riade as plans for the develop-
ment of the Ford t1otor Company proper-ties in Denrborn arc comrleted. 

Middlebelt Freeway: t1etrornlitan fdrport Conne.r:tor to IJ.S.-10 in nakland 
C15"u'nl~v-:~- ·y11rs- ··;·rr:-t,- Mile frem1ay facility 1·1as evaluated in conjunction with 
the increasino north- _-,nuth trip desires in 1w~su~rn Hayne and Oakland 
Counties. Given cner11tnq lanrl use develonment nntterns, freeway sracinq 
c.onsideri\tion s 1muH r.:n11 for a frr:!.~~piv tvne fac:ilitv between the existin11 
Southfield f:rP.e\'mv 01-39) and ccw1rd t.te~1 rf-?15. This-· nronosed freewav \1ou 1 d 
constitute a mi\.ior portion 11f tM re11ion<ll rac!ial-qrirl freev;ay oattern. 
As 1·1as po'interf out in ttwnter II-r:, the canar.:ity dPficienc1es in the 
Teleqranh road corridor w111 he <lifficult to relicu~ in the lonq ranqe 
period witho11t extensive c~nacitv increa5es. Tnis freeway will acconplish 
this by affordinq partial rli ver~inn nf the increa~inq number of north-
south trip rlesires fr~n existinQ Tele~r~~h rn~d. The anticinated 1nten· 
$ive L:rnd use (k'veYoroi11ent ccriterinri around Metronolitao J\irnort vmuld he 
facilitat .ed b_v ri ~rec1·1iiy in this corridor. 

M-275 freevmy: '.1.5 niif:s of r11ri!l frN!1·1?.y in north1'/e~tern Oakland County 
conrfoctfno lhr: tortMitted teminus :-If 11-2 7 5 at Hirihland Poad with I-7!i 
near Cliirkston . Construction ot' th i~ link 1>/ill connlete ;;_nrl reinforce the 
l-2'i5-M-n5 corrid::'lr :_nnnectinq !- :15 in north~rn r1onroe totrnty \oiith I-75 
in northern nakl£wH1 ,'.fiuntv. Tllis f{1ci1itv 1·1i1l incrl'?ase north-south 
acc:essibilit 11 to nakiand ;!,01rnt'' \1!1i1e diveninn t!1ro11qh trins from the 
urhan rnrtio~s nf 1-75. · -

M-59 Frcei·liW Corridor: trol"'i the Pxi 5tin11 '1-5lJ frP.e\'/al/ at East Boulevard 
rn~·fhe-(ft:t(:·fiion·t'fti:.: ti) tile l l.S.-~-~ Frce1·1ay in Uvinoston County. fiiven 
the east-i-1est travel denands 112nerRted by the Lrtnd Use f'lan in f'lakland 
County, a 26.7 nile free1·1ay a1t~rnnt. ive 11as included in this corridor. 
This hit1h carrndt:v f:'eei·H2! 1 ink •. \:hi le orovidino for continuity o+' nove111ent 
across fl;H:Ol"lb ar.:1 :'rti idand [ Clt<!ltiP.s. tmu1d also be the nriMary access faci-
1 ity serv i no the r1npnsi~d Hi o 11 i i!n,-1 r~ei·: To\'/n Center. /;.rJd it ion a 1 benefits 
qa i ncd froM r~iri ~ f·:r:t:vmy ;ire: to rrov i de c1irrent.l y neec1ed improve111ent of 
east-west acc.ec;s to Pontioc basect P.nnlovrient. to serve the county-1·1ide 
activit:/ assoti<'lted Hith tne City-County Service renter, and riiversion of 
the heavy throuqh traffit frori the e:dstinri r1-59t- a110Hin11 for the exten-
sive recre!ltion dr>vefonnent cur..-~ntl~P nropn~~d nlonq this hi11hwa~1. 

Southfiel d tinad free\·1.w: Fron Btisiness Snur (.% OJortll\vestern) Free\'lav to 
r:t:r:T6~~-~S-vslem· contTriit1 tv and rirm·ii nri trn~P. l rleMil1;ds in this north-south .. -
corridor necessit<1te cxtP.nsion n& the existinfl Southfield l='remvay. 

M.53 Freev1dv (r1ounc1 road): Davi son-Conner Fref!l'li1Y to ex i st1 n11 M-53 r:reP.1·1ay 
aT-T8-r~n-e- ""r:o'ii!fTn" \,~e-ste"r n t1aconD (ount11. Cnnsi Stent \'11th the nenartment 
of <itate Hiqh1·:a.vs 'frun!:I ine Plan, ,\ 13 .'2 mi "1) urhiln fteewa.v was evaluated 
in northern Havne and ~outilern r~a.:onh Counties. The t1ound Poad-Van Dvke 
corridor i s cu'rrentlv inc,..;:asinq in innortanr.e as a ne1·1 north-south radial. 
Given the anticinated level nf F!'JO industri<il emnloynent~ nomal freeway 
spacin11 considerations c~ll for a najor freewny fncility in this corridor. 
Such a fad1ity, i1i1i1e nrovirlin<J re11ional syster1 continuity, will also 
reduce the armunt of east·Hest traffic movement nm·1 necessitated bv existinq 
freC\·1ay spacinq . ,-:urther, eMphasis has been rlaced on r1ound Poad hy 
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inclusion of a rapid transit line " Consequently, intersecting with M-59 ~ 
16 Milet 1-696 and Davis~n~Conner Freeways, the Mound Road corridor be-
comes an important north south transportation spine for Macomb Countyo 

M-53 Freewa,tg From exhtinq M~53 Freeway at 28 Mile Road to the northern 
f:facomb tounty Line a This 1006 mile north~south rural freeway section will 
facilitate throuqh movement in the Mound Road~Van Dyke corridor" From a 
standpoint of system continuity, this facility is a siqn ificant link in 
the freeway system" A continuous freeway in this corridor will increase 
access to the major employment opportunities, recreation areas, and ~ct1-
vity centers designated for western Macomb County by the Land Use Plan " 

M-97 Groesbeck Freewa Corridor g From Davison-Conner Freeway in the 
e ro o e propose 6-Mile Road Freeway in eastern Macomb 

Countyo Based on continuing growth of existinq traffic in the M-97 corri-
dor, a freeway was evaluated in terms of its effect on the overall systemo 
While establishinq route location may prove difficult, it appears unlikely 
that forecast north-south freeway travel demands can be adequately served 
on existing I-94 and the proposed Mound Road Freeway" 

M-59 Freeway~ From M-53 in the City of Utica to I-9A in eastern Macomb 
County . System completion considerations call for a 11o4 mile freeway 
link tying the c01T111itted portions of M-59 west of Utica to I-94 north of 
the City of Mto Clemenso Such a facility will substantially improve east-
west movement in the mid-Macomb County area while servinq the increased 
employment opportunities associated with the Mound Road Corridoro This 
proposed freeway link will be a primary regional access link to the new 
activity center proposed around Macomb County Community College Central 
Campuso 

16-Mile Road Freewayg A 14o0 mile proposed limited access facility tying 
1-94 with 1-75 1n Macomb and Oakland Counties o Under the assumptions of 
short range employment and residential growth in lower Macomb County, 
freeway spacing considerations currently indicate the need for a high-
capacity, high~speed east-west facility parallel to and located between 
the committed I-696 and proposed M~59 Freewayso Utilizing the ex1stinq 
Metropolitan Beach Parkway and a 16=Mile Road aliqnmenti the proposed 
freeway would tie the I-94i M-97, M~53 and I-75 corridors togethero Such 
a facility would further regional accessibility to the high employment 
Mound Road Corridor and the regional recreation facilities of Metropolitan 
Beach " 

M-21 Freewayg Existing M~21 Freeway west of the City of Port Huron to the 
western St o Clair County Lineo This 22o7 mile rural· freeway link will 
further regional accessibility to western Sto Clair Countyo The comple-
tion of M-21 will provide an inter~regional free~'v linkage of the Blue 
Water International Bridge tn Port Huron with thl Flint Metropolitan area. 

I-94 Freeway Extension ~ A l3 o0 mile rural freeway link from existing I-94 
in the e1ty of Port Huron north to the reg1on°s bordero Accessibility to 
the recreational lands of Michigan"s thumb area and Port Huron employment 
opportunities is the dual intent of this facilityo With the completion of 
this freeway link the present heavy through traffic will be diverted from 
exist ing UoSo-250 
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In addition to these freeway facilities, a number of new ma1or arterials are 
included in the plan. These are high capacity roadways but lack the full 
access control feature of freeways. The more important of these are: 

West Road: From M-85 to Sumpter Road in southern Wayne Countv. Establish-
ment of West Road as a major east-west arterial servino the anticipated 
residential and industrial growth called for in the Land Use Plan. 

Sumnter-Canton Center-Novi Corridor: From West Road in southern Wayne to 
West Maple Road in southern Oakland County. Development of a rna.1or north-
south arterial in this corridor will complement the function of 1-275 by pro-
viding a well defined facility for shorter trip movements. Th1s corridor 
in conjunction with the West Road major arterial will be a or1marv intra-
reoional access link to the pronosed activity centers in Rellev1lle, 
Plvmouth and Wixom. 

Fureka-Savaoe Road: A major arterial from West Jefferson to Sumnter Road 
in southern Wayne Countv. This critical link in the major arterial system 
will aid in servino shorter distance east-west traffic related to the 
airport and nearby industry. 

Mayhee, Silver Bell, 26-Mi le Road Corridor: A major east-west arterial 
link spanninq mid-Macomb and Oakland Countfes. The construction of a 
ma.ior arterial in this corridor i s important to the continued develonmPnt 
of this portion of the rPqion. This facility would serve the Paint Creek 
New Town Center while increasinq reqional access to the extensive existinq 
recreational facilities in this area. 

Adams Road: Construction of a north-south major arterial from East Maple 
Road to ~ilver Bell Road in eastern Oakland C6untv. Continued residential 
qrowth in this corridor coupled with the reoional siqnificance of Oakland 
University necessitate this facility. 

Cost of the Pl an 

Based on current road-buildinq experience in the reqion, an estimate was 
prepared of the cost of right-of-way and construction for the freeway and 
major arterial elements of the plan. Nearly all of the individual project 
cost estimates were supplied directly by the reqions' operatino street 
and hiohwav aqencies; namely, the Department of State Hiohwavs, the countv 
road conmissions, and the City of Detroit, usino recent actual construction 
and riqht-of-way costs. The remainino facility costs were prepared by 
developino and applyinq averaqe unit construction costs and tvpical rioht-
of-way values usino the supplied cost data. 

These calculations indicate that for these two facility cateoories a total 
hiohway expenditure of $1,415,075,000 will be rec;,dred durino the neriod 
between 1975 and 1990. Of this total, $1 ,113,662,noo will be required for 
construction and the remainino $301 ,413,000 will be needed for riqht-of-
wav. Table V-C-1 sunmarizes these costs for each of the reoion's counties. 
The conmitted short ranqe highway proqram which covers exnenditures throuoh 
1974 is presented in the following chapter. 

V-C-6 



< 
I 

(") 
I ......, 

j 

Wayne County 
Includinq 
City of Detroit 

Oakland County 

Macomb County 

Washtenaw County 

Monroe County 

St. Clair County 

Livinqston County 

) ") ) 
I 

\ 
\ 

TABLE V-C-1 

1975-1990 Anticipated Regional 
Hiqhway Expenditures* 

) 

-----------------FREEWAY------------------ -------TALUS MAJOR ARTERIAL--------

R-0-W Construction Total R-0-W Construction Total TOTAL 
-··~------ ----· --- ·--· -~------~ 

134,396,000 328,896,000 463,292,000 2,200,000 17,824,000 20,024,000 483,316,000 

84,280,000 312,091,000 396,371 ,000 2,000,000 15,000,000 17,000,000** 413,371,000 
\ 

50,829,000 1 90 '183 '000 241 ,012 ,000 853,000 23,157,000 24 ,010 ,ono 265,022,000 

3,503,000 63,506,000 67,009,000 2,000,000 10,000,000 12,000,000** 79,009,000 

712,000 23,518,000 24,230,000 584,000 7,788,000 8,372 ,000 32,602,000 

7,613,000 47,260,000 54,873,000 2,632,000 14,247,000 16,879,000 71,752,000 

~.600,000 55,569,000 65,169,000 211,000 4,623,000 4,834,000 70,003,000 

290,933,000 1,021,023,000 1,311,956,000 10,480,000 92,639,000 103,119,000 l ,415,075,000 

* Cost estimates represent Michiqan Department of State Hiqhways, County and City expenditures only on the TALUS 
designated freeway and major arterial system. Fiqures presented are hased on 1969 cost estimates. Costs 
represent only new construction or major re-construction, nonnal system maintenance is not included. 

** TALUS estimated costs. 



Future Volumes and Capacities 

As pointed out previously, the number of trirs qenerated rer person in the 
reqion is expected to increase moderately and the averiloe lenoth of these 
trirs will increase suhstantiall.11. l·'hen these factors are combined \-1ith 
the 573 qrowth in porulation anticirwtecl, a near trehlin0 of the vehiclP-
miles of travel in the rcqion occurs. It is the tasl; of the hiohway nlan 
to accommodate these larqe traffic volume increases. 

In order to assess the carability of the rlan to meet this need, a forecast 
of 1990 travel was rrepared and 11 assi0ned 11 to it. Representinq thr. other 
side of the equation, street and hiqhway c:anacities reflcctinq 11 level of 
service O" for the urbanized parts of l·,ayny, nakland and r1acomh r:ounties 
as defined in 1965 Hiqhway Capacity Mamrnl \·tere c:illculated. CanClcitics in 
the remaininq portion of the reqion were based on "level of service C11

• 

These "levels of service" are discussed in Chanter II-A. These latter 
were adjusted to a 24-hour basis for direct comnarisnn to the volume fore-
casts throuqh the assumrtion of W~ reliltinnshir between rcilk ho11r ;rnd 2tl-
hour volumes. This 8'.": value, a reduction frori th<' 10~~ factor found in 1%5 
corresponds to a similar reduction in the rrornrtinn O'f: illl trins consti-
tuted by \'/Ork trips, since travel to and frori \'/Ork is the rrimary cause nf 
travel reak1nq, 

Fiqures 1/-C-2 and 3 identify a series nf J7 corridor scre<'nlines 1<1hich were 
used as a hasis for summarizinq t he r Psultina volllrnes nnrl Cilnacities. The 
volume and capacity values are shown in Table \/-\.-?. Stud'' of these exhibits 
reveAl that sufficient caracity exists to nccnmmocfote thf' volumes in riost 
areas of the reqion. However, sorie rrnhler1 areas are evident. As Mentioned 
earlier, the forecast travel vol u~1es r,hown here nust hf' rcriarded as rrel iriin-
ary in nature. It arrears likely thi\t cr.rtClin i\nticirated adjustMents in 
the model "chain" will reduce somewhat tile fo recast level nf hiqh\tay travel 
demand in some areas. However, these rrnblcri areas warrant further stud•t 
and consideration. 

Most of the corridors exhihitin~ volume-tn-carncity rntios exceedin~ 1.00 
are located in the shaded i\rea indicated on the sriall nar bel0\1. 

1Hilhway Ca,acity Manual, U.S. Bureau of Public Roads, 11.S. Government 
Pr ntinq 0 fice, 1965. 
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TABLE V-C-2 

1990 ASSIGUMENT NETWORK ANALYSIS CORRIDORS 

1990 
Screen line Assigned Computed V/C 

Number Future Anallsis Corridors Volume Capacity Ratio 

l Vernor-St. Jean Freeway 241,640 358,900 .67 
east of East Grand Boulevard 

2 Ford and Fisher Freeways 448,413 467,530 .96 
east of Woodward 

3 Davison Freeway, 8 Hile Road 741,098 429,790 1.72 
east of Woodward 

4 Fisher Freeway, Fort Street 314,949 499,000 .63 
east of Jeffries Freeway 

5 Jeffries Freeway, Grand River 864,854 493,300 1.75 
east of Schaefer 

6 Michigan, Ford Freeway 261,560 253,170 1.03 
east of Telegraph Road 

7 Ford Road 236,261 209,800 1 • 13 
east of Telegraph Road 

8 Jeffries Freeway, Grand River, 8-Mile Road 766,893 514,100 l.49 
east of Telegraph Road 

9 Eureka, Airport Connector, West Road 125,920 189,770 .66 
east of Inkster Road 

10 I-96 Freeway 442,990 387,300 1.14 
east of I-96, I-275 Junction 

11 I-75 Freeway 470,240 254,200 1.85 
north of Eureka Road 

12 Telegraph and Southfield Roads 176,178 200,800 .88 
< north of I-94 
I n 
' 13 Mi ddlebelt 266,802 203,570 l.31 

north of I-94 
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Screen line 
Number 

14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

) 
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Future /\naly~is Corri~~o!·s_ ~·"-·' ______ 

Belleville, I-275 Freeway, Wayne Road 
north of I-94 

Mound Road, Groesbeck, Gratiot 
south of 7 Mile Road 

Lodge and Chrysler Freeways 
south of Davison 

Telegraph and Southfield Roads 
south of Joy Road 

Middlebelt 
south of 7 Mile Road 

M-59 and I-75 Freeways 
1·1est of I-75 

M-59 Free\'.iay 
west of Telegraph Road 

Grand River, I-696 Freeway 
east of M-275, I-96 Junction 

Southfield Road, Chrysler Freeway 
south of 9 Mile Road 

Mound Road, Van Dyke 
south of 10 Mile Road 

Mi d d 1 e be 1 t , U • S • -2 4 , . U • S • -1 0 
south of Square Lake Road 

26 Mile Road, M-59 Freeway 
east of North Avenue 

18 Mile and 16 Mile Roads 
east of Mound Road 

12 Mile Road, I-696 Freeway 
east of Van Dyke 

) 

l '1<)0 
.";s ;qn,; rl Cor11puted V/C 

·.·i) 1 urne C<!QaCi ty Ratio 
_.. ... · . .,...... -

114,740 216,470 .53 

592,325 477 ,600 1.24 

3%,492 460,700 .86 

257 t 708 219,400 1.19 

328,942 218,000 1.51 

297,190 329,900 .90 

139,560 22-9,300 .61 

112 '980 150,800 .75 

722,390 675,000 l.07 

355 '918 241,000 1.48 

245,340 229, 100 l.07 

73,297 137,200 .53 

131,467 190,400 .69 

274 ,218 214,900 1. ?.7 
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Screenl i ne 
Number 

28 

29 

30 

31 

32 

33 

34 

35 

36 

37 

) 

Future Analvsis Corridors 
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Groesbeck; Gratiot, 1-94 Freeway 
north of 10 Mile Road 

1-75 Freeway. Mound Road, Van Dyke 
north of 14 Mile Road 

1-94 Freeway, U.S , -12 
west of Hayne County Line 

U.S.-23 Freeway 
south of U.S.-12 

M-50 
west of U.S.-24 

U.S.-23 and I-75 Freeways 
south of City of Monroe 

M-21 
east of I-94 Junction 

Branch U.S.-25 
south of M-21 

M-59, I-94 Freeway 
east of Pleasant Valley Road 

U ,, S. -23 Freeway 
south of I-96 

) 

l 990 
Assi{1nerl 

1/o 1 uMe 

392 , 245 

426,130 

354 •, 029 

13 l. 102 

?.7,030 

204,640 

31,190 

70,780 

174,856 

76 r020 

Computed 
~-~e.~ 
334,600 

277 .600 

146,000 

105 ,610 

4 l .100 

175,800 

61;600 

89~100 

232,600 

51 ,700 

V/C 
Ratio 

1 .. 17 

1.54 

2 .. 42 

l.24 

.65 

l,32 

.51 

.79 

.75 

1 47 



Study of travel patterns in this area reveals that as urban development 
fills in the now liqhtly developed areas bet~een the Detroit-centered 
radial freeways, a larqe amount of cross-radial desire~ as contrasted to 
radial Movement, it rienerated. Many of these trins 1 thou11h not rlestined 
for the City of Detroit. are attracted by hiqh srecds to thr corridor 
described qeneral ly by the Moundt Davison and Schoolcraft al irin;,1ent. How-
ever. both the Mound and Schoolcraft Freewavs serve as tnportant carriers 
or radial desires as well. The coincidence· of these two ma,ior movements 
in the same corridors ;e$Ult in very larqe tr:iffic volunes . ihus, if 
after further refinement of the estimate of future travel patterns this 
rro!llem remains, it vmuld anrear desirable to consider and incorrorate 
alternative rrieans of accormnodatinq these cross-radial r10vements in rreriarin11 
the final hiohway nlan. 

Two other problems ocr1Jr at Screenline 31 \'lhich cuts across the U.S . ·?.3 
corridor in soutt1ern ~Jashtenaw County and a· Screenl i ne 11 which bi sects 
the 1-75 corridor in soutnern Hayne County. i.-re1mrnary study su()qests 
that hiQn traffic voluMes in these cor~idors will reduce substantiallv 
uron further refinement of the forecastinq process. However, again the 
potential need for arlrlitional capacity in these areas will he carefully 
considered in for!"1ui;1tinq the final hiqhway rlan recomendation . 

The addition of a su bstantial amount of hiqh sreerl freeway facilities will 
reduct: the tirie of travel reouired for manv hiqh1·1av trins in the future. 
Figure V-C-4 shows a comparison of travel ~imes ra~qinq outward fron the 
Detroit CBD in 1965, 1G75 and 1qqo. Counterartinq the effect of increased 
speeds due to freeway additions is the speed reducinq effect as qrowinq 
dr"eas of land become urbanized. Thus, in some corridors 1·1here facilitv 
i111rrovernents l'ti11 be larqP.ly comrleted by 1975, sreeds actually reduce' 
sliqiltly by l'i90. Most corridors, however, evidence speed inrrovP.ments 
over the rlanninq period. 
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VI o SHORT RANGE TRANSPORTATION PROGRAM 

A. SHORT RANGE HIGHWAY IMPROVEMENTS 

A basic assumption in the development of the 1990 Land Use Plan 
was the effect of the 1975 committed highway network. The anti-
cipated construction of critical portions of this network in the 
next five years in essence creates a framework for future land 
use developments, since the highway system is a major detenninant 
of land use development patterns. Completion of critical links 
in the freeway system will modify travel patterns in the future, 
assisting in the development of a coordinated total street and 
highway system. While all roads in the TALUS area are considered 
in the planning process, freeways and major arterials only are 
discussed in this short range program since they represent the 
majority of total needed road construction expenditures and have 
the greatest region-shaping impact. 

The following list of the more significant projects represents 
both the recent past and a short range program for the future 
that reflects currently viewed priorities, needs, and resources 
for the period between now and 1975. Figure VI-A-1 shows these 
and ot her highway improvements covering both periods . These 
cost estimates are presented to place in perspective an important 
area of public expenditure - the street and highway system. 

Freeway Construction Completed in the PeriQd 1965 Through 1969 

I-75 Freeway: A 6. 2 mile section of north-south freeway from 
existing I-75 at I-94 in the City of Detroit to the proposed 
I-696 - I-75 interchange in southern Oakland County. This 
freeway comp letes a major portion of an important freeway 
radial extending northwestward linking Detroit's CBD with 
Oakland County , 

I-75 Freeway : A 13 o3 mile freeway section tram existing I-75 
at Eureka Road in southern Wayne County northeasterly to West 
Grand Bou 1 evard in the City of Detroit. This important 1 ink 
in the Interstate system spans Detroit ' s downriver industrial 
area and provides increased accessibility to Detroit's core 
area o 

I-94 Freeway ~ 
Macomb County 
pletion of the 
at Port Huron~ 

From 8-Mile Road to 14-Mile Road in southern 
This 608 miles of freeway represents the com-

final l i nk of I-94 from the Blue Water Bridge 
through Detroit, to the Indiana Border. 

M-21 Freeway : From Lapeer Road to 24th Street in St. Clair 
County o Completion of this 6. 7 mile project represents the 
first link in proposed east-west freeway between Port Huron 
and Flint o 

VI-A-1 
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Freeway Construction Programmed for the Period 1970 Through 1974 

I-696 Freeway: From Business-696 (Lodge-Northwestern) to 1-94: 
This 18c9 mile freeway will serve the heavy east-west travel 
demands in southern Oakland and Macomb Counties and provide 
continuity of freeway movement. A key link in the regional 
freeway system, 1-696, will interchange with the 1-94 - M-97 -
M-53 - 1-75 and M-39 forming a major portion of the east-west 
freeway grid pattern" 

I-75 (Fisher Freeway): From West Grand Boulevard to Gratiot 
Avenue o Construction of this 5.4 mile section of freeway will 
complete 1-75 in the region. This important link in the freeway 
system completes inner freeway loop encircling the Detroit CBD. 

I-96JJeffries Freeway)_: From 1-275 in \tJestern Wayne County to 
the bassador Bridge . A 22 mile major freeway project serving 
the Grand River and Schoolcraft Corridors and substantially 
improvi ng regional access i bility for western \4ayne County. 

1-96 : The short north -south secti on extending between I-275 and 
'M-275 ~ which compl etes t he bypass al ignment comprised of these 
two freeways . 

I-275 Freeway : From I-75 in Mon roe County to I-96 in western 
Wayne County . Th i s 30 .0 mile north-south section of free\'1ay 
represents a major port ion of the Detroit area bypass. Comple-
tion of this facility will increase accessibility to Metropolitan 
Airport and western Wayne and Oakland Counties. 

M-14 Freeway Extension: A 12.0 mile freeway connecting the 
existing portion of M-14 in the Ann Arbor area to the I-96 and 
I-275 Freeways o This freeway comprises the extension of the 
I-96 corridor west to Ann Arbor. Completion of this freeway 
provides a necessary alternative to the 1-94 route from Detroit 
to the Ann Arbor area. 

Northwestern Freeway: From M-275 to I-696. A 9.6 mile freeway 
that will extend the Lodge Freeway to M-275 in western Oakland 
County . Extension of this radial will serve the anticipated 
future growth of western Oakland County and provide access to 
major recreation areas. 

In addition to these major freeway projects, important street and 
highway improvements of lower capacity classification are included 
in the programo Table VI-A- 1 indicates all program costs for the 
freeways and major arterials included in the TALUS 1975 Cormni"tted 
Highway Networkc Right-of-way and construction costs are listed by 
county for the 1970-1975 period. 
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TABLE VI-A-1 

1970-1975 Anticipated Regional 
Highway Expenditures* 

I l 

------------ - --- - FREEWAY---~ ~ -~ - - ------ --------TALUS MAJOR ARTERIAL---------

R =O-L~ Construction Tota1 R-0-~i Ccnstruction Total 

501 ,977 ,000 588,372~000 3,393,000 243,~63,0CO 24G,556,000 

) 

I 

Total 

834,928,000 

Oakland County 

86,395.000 

55~855,000 144,662,000 200,517,000 6,573,000 133 ,947 ,000 140,520,000** 341 ,037,000 

Macomb County 

vJashtena\v County 

Monroe County 

St. Clair County 

Livingston County 

23.637~000 

971 9000 

82~460,000 106,097,000 

6,281.00G 6. 2<:;; ; 9000 

16,500~000 17 ., ·471 ,000 

3,064,000 52 ,B4fi ,000 55 ,9JO ~000 162,007,000 

1,541,000 l~,1'.13,UUO 12 ./34,000 19,015,000 

741 ,000 23 ,118 ,000 23,859,000 41,330,000 

1,306,000 13 ,388,000 14,694,000 14 ,694 ,000 

166,858,000 751,880,000 918,738~000 16,618,000 477,055,000 494,273,000 1,413,011,000 
----------
--------~ ..... 

* Cost estimates represent Michigan Derartment of State liigil\vays, County and City exrenditures only on the 
TALUS designated freev1ay and major arterial sys tern , Figures presented are based on 1 %9 cost estimates. 
Costs represent only new construction or major reconstruction, normal system maintenance notincluded. 

**TALUS estimated costs, 



,...._ 

This table shows that a high level of highway construction spending 
is anticipated over the next few years, with $183,476,000 required 
for right-of-way and $1,229,535,000 for construction , This high 
level of expenditure, in comparison to past periods, is largely 
due to the increased proportio ,·, of free\·tay m·ileaye in Detroit and 
highly developed parts of Wayne County. 

These are projects for which location, design and approval deci-
sions were made years ago, but the complexities of the preliminary 
work in such projects delay the heavy construction outlays. 
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